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Mr. McEwen’s Train Rules. 


BUFFALO, Dec. 1, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

[ return thanks for your consideration, in the review of 
my contribution toward the betterment of train service, and 
beg to make a few explanations touching the points to 
which you take exception. The book was written solely for 
railroad men engaged in train service, and to whom pre- 
sumably it would be as fully comprehensible, were certain 
matters treated briefly, the design being in the direction of 
covering all contingencies incidental to the safety of life and 
property by formulated rules of guidance. In following 
this idea out, the reason is found for any apparently briefly 
stated directions. You will observe that the portion you 
think too briefly treated is under tke head of “ Duties of 
trainmen, stationmen and trackmen OUTLINED with respect 
to protection of life and property,” and will perhaps assent 
that while each duty is briefly ‘‘ outlined,” as a whole they 
are pretty fully indicated. 

Touching your further exceptions, is it a fact that there is 
any intricacy connected with the movement of trains by 
telegraph which dispatcher and conductor should not equally 
have knowledge of ? My experience teaches me there 
should not be, and that successful movement of trains is in 
the corresponding ratio that this exists ; and incidentally 
let me here affirm a further experience, that in the neglect 
of those in authority to cultivate this essential factor of 
safety is found the reason for a great many accidents. Is it 
a fact also that conductors are, as a rule, dull of comprehen- 
sion in matters so much affecting their personal liberty as 
your stricture upon Rule 37 would convey, in view of the 
fact that they usually serve much longer, and with the 
sword suspended above them by a single hair, in trying to 
learn the whys and the wherefores of their business, than 
did David Dudley Field to become a lawyer? If so, how 
much is due to the fact that there has been, as yet, no 
Grotius to precede them? I believe, however, that view is 
erroneous, as my experience leads me to this conclusion, 
that did I have any technical question to put concerning 
train rights, I would place it before the average conductor 
more hopefully than upon the average superintendent, 
the average conductor’s comprehension in that direction 
being sharpened by wisdom won by required observation— 
the best teacher. I think it isa mistaken idea, and too 
prevalent, that trainmen generally are dull of comprehen- 
sion. No judge has nicer points to decide, and with the aid 
of precedents formulated, than the train dispatcher and 
conductor have daily without the precedents, or rather 
with precedents which are illogical, having been make- 
shifts of superintendents. The public have but a slight con- 
ception of the difficulties with which trainmen contend in 
the direction named, and they should be disabused of the no- 
tion that trainmen have laws to govern them, and that it is 
simply a matter of learning and obeying them to secure safety 
in the movement of trains; but, on the contrary, the sooner it 
is appreciated that it is now more frequently a matter of try- 
ing to guess at what the Superintendent’s idea is, what they 
think is proper themselves to do, what Jobn Doe, the other 
conductor is likely to do, or not to do,or what the dispatcher 
is driving at, and all by reason of the Superintendent hav- 
ing neglected to rule and clearly. During all this the sword 
of Dam ocles hangs over them, the Superintendent provides 
a carriage for the sheriff to bring them to justice, or an 
ambulance to the hospital as the case may be, and hands 
over to the judge acopy of their rules, in which it will be 

found that bad the cgnductor acted in accordance with 
Rule 1,which requires ‘‘in case of doubt, take the safe side,” 
no accident would have occurred. 

I wish to make further observation as to the causes of ac- 
cidents. Any company haviug incomplete or inconsistent 
rules, with officials who have no regard for the experience 
or previous good conduct of an offender, who forget ‘ Hu- 
mavum est errare,” also that it takes ten to fifteen vears at 
least to make a good dispatcher or conductor, will always 
be troubled by accidents, while on the other hand the sim- 
ple recognition of these facts I have observed to be a won. 
derful antidote for incomplete or bad rules even. Hence I 
look for all improvement in train service to be made within 
the lines I have indicated. Iam satisfied at least it will be 
found an indispensable condition required before any me- 
chanical appendages, as exemplified by the ‘‘ block system,” 
will be a success. 

Touching the question of stopping trains at other than 
their regular stopping places for the purpose of giving them 
special orders, it is the result of experience on one of the 
most crowded single track lines in the country, where fre- 
quently 1,800 to 2,000 cars of 20-car trains were handled 
daily, besides the usual passenger service incidental to a 
trunk Jine. It is hardly susceptible of proof by discussion 
without the aid of time-tables, etc., but Iam willing to stake 
my reputation as a dispatcher on its practicability and 
value. As a superintendent of a mountainous Western 
road notes in his book of rules, in several in and out of the 
way places, “‘ He that uses the least air is the best brakes- 





man,” so would I observe, ‘‘ He that stops his trains least by 
flag, for orders, is the best dispatcher.” 
Isaac H. McCEWEN. 

The points raised by Mr. McEwen do not seem to 
require any special comment from us. Those who 
have examined his work will readily see the reasons 
for such differences as there are between his views 
and ours. 

We suspect that he regards our remark about 
flagging trains to deliver orders to them as an unsym- 
pathetic one; it was not so; we merely asked in good 
faith for a fuller report of his experience.—EDITOR 
RAILROAD GAZETTE. | : 








New Jersey's Leased Railroads. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

Within the last twelve years theentire system of manage- 
ment of nearly every railroad in New Jersey has been rev- 
olutionized. Before that period each was controlled and 
operated by a board of directors and officers annually 
chosen by the immediate owners of the properties, the stock- 
holders. 

This change of method was rendered permissible by legis 
lative enactment after the stockholders bad made their 
investments, and, though it is true that a certain portion of 
them were required to give their assent to such transfer of 
management before a lease to a foreign corporation could be 
effected, still the state government, which permitted this 
change, is morally bound to see that the owners are properly 
protected and guarded in their rights. 

To show the enormous amount of property thus controlled, 
the following figures are compiled from the annual sworn 
reports of the officers of the different roads to the Legisla- 
ture for the year ending Dec. 31, 1883. These reports show 
that out of the $256,000,000 of railroad investment, or 
rather property, in the state, $221,000,000 are leased to or 
controlled by foreign corporations, chartered and located in 
other states. 

This amount is much below the actual cost of the proper- 
ties for the fullowing reasons: 

1st. Very few of the roads put in the cost of their con- 
struction the discount paid on the sale of their securities. 

2d. Many roads to decrease the amount of their taxation 
have gone before the Railroad Commissioners and had the 
valuation of their property reduced much below its cost. 

3d. Roads that have been sold out by foreclosure place 
their cost at what they bought at such sale, not at their 
original cost, ex. gra., the Vineland Railroad, built at an 
expense of $600,000, is placed at $10,000. 

4th. Roads owning properties outside of the state do not 
include these amounts in their cost. The Central Railroad 
of New Jersey is put in the annual report at $24,900,000, 
while in the same report it is shown that $57,600,000 of 
stock and bonds have been issued and a floating debt of 
$2,400,000 incurred, showing that outside the cost of road 
and equipment it holds over $35,000,000 of other prop- 
erty. 

Taking these fac!s into consideration, there is not less than 
$275,000,000 invested in New Jersey corporations that are 
controlled by foreign bodies outside of the state. 

The #221,000,000 is divided thus. 

Leased and controlled by : 


Pennsylvania Railroad Co...............-eseeeee $50,781 658.46 
Phil. & Read. sa sed ee 35,223,216.7 
Del.,Lac.&W. “ ge ES ER 42,845,752.56 
Lehigh Vaile ™ © . cntcvakbedumeneeeensent 10,708,525.8' 
N. Y., Lake Erie & West. Railroad Co.......... 2.990,658.98 
N.Y., Ontario & West. = oY iekacanenes 78,506,966 82 
$221,056,759.39 


In most of these Jeases a small sum is allowed for mainten- 
ance of the organization of the leased company, but there is 
barely sufficient for that purpose, viz., salaries of President, 
Treasurer, Secretary, transfer, dividend, and bond agents, 
rent of offices, stationery and incidental expenses. The 
entire management of the working of the roads, and virtual 
control of their properties, is vested in the lessees. These 
properties consist of lands, right of way, buildings, road-bed, 
including rails, sleepers and fenciug, bridges, wharves, roll- 
ing and floating stock. The first two and last cannot be 
disposed of without the leg: 1 consent of the directors of the 
company owning them in fee, but the others can be sold, 
exchanged, torn down, or removed at the pleasure of the 
lessees. 

At stated periods of time, most generally once a year, re- 
ports in gross are made to the lessors by the lessees of the 
capital increase or decrease and of the current receipts and 
expenditures apportioned to each road. I say apportioned, 
for every one conversant with the usual method of keeping 
railroad accounts knows that the amount assigned to any 
psrticular link of a through line is arbitrarily fixed by the 
company controlling the accounts, and very often not in 
accordance with the value such particular part may bear to 
the whole, or, from certain causes, with the disproportioned 
expense the same link may incur. 

These accounts, inaccurate as they may be, are not verified 
by the lessors by the examination of the books and vouchers 
kept by the lessees, nor do they make a personal survey of 
the various properties. The right to make such examina- 
tion and survey is guaranteed in most of the leases, but the 
ability to do so is virtually denied to them by the meagre- 
ness of their means. 

The actual result then is, that this $275,000,000 of 
property is exclusively controlled by parties who may not 
own one dollar of it. The security given for this almost ab- 
solute surrender of property is the good faith and credit of 
the lessees, but in case a lease should be abandoned or the 
conditions violated, the only resource left for the lessors 





would be an appeal to the courts of law, costly and pro- 
tracted in any event; even should they gain their case the 
chances are that the mortgages, judgments and other prior 
liens upon the property of the lessees would leave little or 
nothing for them. 

Of course, a solvent, dividend-earning company will nat- 
urally, for its own interests, keep its leased lines up to the 
highest standard, knowing well that, in the long run, such a 
course is the most economical and profitable; but a company 
staggering under a load of debt, non-productive itself, yet 
bound from interested motives to retain a profitable lease, 
will, to maintain such lease and its own credit, allow the 
roads to depreciate to obtain temporary relief, thinking to 
tide over the crisis in its affairs till more fortunate times. 
How often, in personal affairs, do we see men resorting to 
extraordinary means and paying ruinous rates of interest to 
maintain their credit. How natural, then, for a corporation 
where the responsibility is divided to pursue the same 
methods. 

A road in first-class condition, well supplied with rolling 
stock, stations, shops and bridges, and with road-bed in per- 
fect order, is run and maintained up to the same standard 
for about from 60 to 70 per cent. of the gross receipts; the 
same road can be run for several years for from 40 to 50 per 
cent., thereby saving apparently 20 per cent., but in reality 
the property suffers to a greater extent. 

That the market value of leased roads depends more upon 
the reputed solvency of the lessees than the amount of rental 
per share is shown by the lease of the United New Jersey 
Railroad & Canal Co. to the Pennsylvania Railroad, and 
that of the Central Railroad of New Jersey to the Phil- 
adelphia & Reading Railroad: the former on a rental of 10 
per cent. is quoted in the market at 195, and yields to the 
invester 5.13 per cent. ; the latter on a rental of 6 per cent. is 
quoted at 42, and yields 14.5 per cent. Why is this im- 
mense difference, and for what reason does one stock pro- 
duce nearly three times the income of the other? Is it 
because the public have not the same confidence as to the 
prompt payment of the dividends guaranteed ? Not at all; 
but they know well enough what perfect control the lessees 
have over the work, and fear lest incase the agreement 
between the last two companies should be broken the road 
and equipment might be returned in a depreciated condi- 
tion. These, then, being the facts, what remedy could be 
suggested to allay the apprehensions of outside investors and 
assure them that they will be protected in their properties, 
and that the same will not be depreciated or dissipated ? 

In Great Britain the rights of the stockholders are very 
carefully looked after. At the annual meeting, in addition 
to the regular board of directors and officers,the stockhold- 
ers elect two or more auditors, entirely independent from 
the control of the officers, to scrutinize the accounts and re- 
port as to their correctness, These auditors are generally, 
if not always, appointed from firms of public accountants, 
and consist of persons thoroughly acquainted with the ex- 
amination of books and vouchers, but they have nothing 
whatever to do with the valuation or condition of the works. 

It was stated at the commencement of this article that as 
leases were rendered permissible by legislative enactment, 
therefore, it was the bounden duty of the Legislature to 
protect the owners of such properties. 

The last Legislature passed ‘‘ an act}for the taxation of 
railroad and canal property,” in which act they provided for 
the appointment of a State Board of Assessors, to consist of 
four members, whose duty it should be to ascertain the true 
value of all property used for railroad or canal purposes of 
each railroad and canal company in the state, in- 
cluding its franchises. This board was constituted solely 
for the protection of the state, to see that it re. 
ceived the proper amount of taxation, and had no 
reference whatever to the security of the stock and 
bondholders of the various roads. No special qualification 
was required of them, save that they were to be taken 
equally from the two political parties, shall be citizens of 
the state, and not interested in any railroad or canal com- 
pany. They might be taken {from the class of lawyers, doc- 
tors, ministers, merchants, dentists or any other class of 
business men perfectly ignorant of the value and manage- 
ment of such properties and the methods or system of keep- 
ing the accounts and books of the same; in a word, they 
were not required to be experts. 

Itis evident that such a constituted board, even if their 
duties were enlarged to meet the requirements of the case, 
would not command the confidence of railroad investors, 
and that little weight would be given to their reports. 

What is needed is a mixed board of civil engineers and 
professional accountants, who should be required to make 
from personal examination of the works and accounts a 
sworn statement of the condition of each property, its capi- 
tal increase or decrease and its current expenses, and verify 
the annual reports made by the lessees. While such a con. 
stituted board would entail considerable expense, the advan- 
tages to be derived from their assurances of safety would 
enhance the market value of the leased securities, so as 
greatly to overbalance any cost that might be incurred. 

RIcHARD F. STEVENS, Accountant. 








Indicating Grades. 





Cuicaco, Nov. 29, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

I notice in this week’s Gazette an item referring to the 
printing of the profiles of the grades upon the time-tables of 
some of our American railways, and it is an excellent plan 
for the information of such enginemen and other employés 
as will study anything. It has been in use in Germany and 
Austria for many years; perhaps also in other countries. In 
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BELPAIRE BOILER: 


many parts of Europe they also erect at each change | 
of grade a high post with two signs upon it, at a | 
considerable angle with each other, so as to be easily appre- 

hended while being rapidly passed, each sign standing level, 

or inclined up, or inclined down, as the case may require; 

and it bears in clear figures the rate per cent. of the grade 

to which it refers. This isan object lesson which impresses 

itself upon the men in association with the spot, and is bet- 

ter on the whole than the profile on the time-tables, which 

would still have its value, if the line were staked as indi- 

cated. : 

These grade signs are of much interest to intelligent 
travelers, and especially to railroad men, who can, through 
their help, take note of many facts, such as the comparative 
performance of locomotives, without the trouble of stopping 
to get information. It was very satisfactory, for instance, 
in going up and down the Rigi, to know when we were 
mounting the 25 per cent. inclines, the steepest on that line, 
and certainly among the steepest anywhere. 

By-the-by, in this decimally educated country, would it 
not be possible to adopt this mode of designating the grade 
by percentages, instead of by the awkward rate per mile ? As | 
every one knows, the percentage is instantly calculable for 
any distance, while the other method requires at least a sum 
in the rule of three. 

I would not like to stir the prejudices of the ‘ Society for 
the Perpetuation of the Great Pyramid” by any suggestion 
of mine; yet, as the facility of reckoning by decimals existed 
in the laws of mathematics before the ungodly discovery of 
the metric system by the French, I trust we shall do no vio- 
lence tu the British inch if we discard the mile in the reck- 
oning of the rate of grade. 

ARCHIMEDES STEVENSON Watt, C. E. 








Maps of Railroad Surveys. 


Passaic, N. J., Dec. 8, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE. 

Iam glad this question of the proper scale of maps has 
come up in the form it has. In the opinion of many 
moneyed men, any surveyor who can make a survey of a 
farm, or any one who can ‘‘run a transit,” is competent to 
lay down a railroad line correctly and economically, and it 
was probably one of these two classes who made the map 
and profile referred to by ‘‘ Director” in bis communication 
of Oct. 26, 1884. 

The scale of 400 ft. per inch is the one usually adopted for 
general maps and maps of preliminary surveys, and it is the 
scale also on which all profile paper is printed—the horizon- 
tal scale I mean, though the vertical scale varies. The offi- 
cial scale of the New York State Engineer’s office is 500 ft. 
to ys of a foot. I prefer the scale of 400 ft. per inch (except 
at extremely critical points, where it should be large enough 
to distinctly show the contours of surface and other features 
which control the location). One of Mr. Shunk’s curve pro- 
tractors, on which the curves are laid off with radii of 400 
ft. perinch, I find to be especially useful in rapidly deter- 
mining the simple or compound curve, which “ will close an 
angle between tangents, etc.,” or to adjust nicely the line 
among houses or around steep acclivities, hills, etc., partic- 
ularly when using a map on which the contours of surface and 
other features of the country adjacent to the line have been 
plotted. When the country is gently rolling or undulating. 
the tangents are usually long and the curves light, and 
little detail is necessary, and also where the road runs 





through government or other wild or low-priced land where 
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the right-of-way width is uniform, or can be easily so made, 
the scale of 1,000 ft. will be large enough, but in mountain- 
ous or broken country, in sections where the right-of-way 
width must vary and land is very valuable, no scale less 
than 400 ft. per inch should be adopted. Mr. Paine’s view 
of an “atlas of the property of the railroad” and of the 
proper scale, I believe to b2 the correct one. An atlas is 
the most convenient means of clearly showing the right-of- 
way and possessions of a railroad. 

The proper contour to be shown, whether of 5 or 10 ft., 
must be left to the engineer, and will depend in great m2as- 
ure on the country run through. In some cases a 5-ft. con- 
tour on a 400-ft. scale would do; in other cases the lines of a 
10-ft. contour on even a 100-ft. scale would, at many points, 
unite. 

Observation and an experience of fifteen years have taught 
me that there have been more sad failures in the location of | 
lines through “ difficult country” by a practiced eye than by 
the method of contours, and the immense economy in the 
latter method cannot be contradicted. | 

I like your idea of using sheets 20 x 24, and will hereafter 
use them. C. R. Wise. 
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Belpaire Boiler, Norfolk & Wes‘ern Railroad. 


ROANOKE, Va., Nov. 5, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Engravings, representing the general arrangements and 
some detuils of the very fine Consolidation engines lately in- | 
troduced on the Louisville & Nashville Railroad by Mr. 
Reuben Wells, formed a very attractive leading feature of 
your issue of Oct. 24. 

The principal peculiarity mentioned in the description of 
these engines is the square-topped, so-called Belpaire, fire- 
box casing, and surprise is justly expressed that this form 
of casing has, with few exceptions, been confined to Belgium 
and North Germany. 

If you consider§;it worthy of illustration, some of your 
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NORFOLK & WESTERN RAILROAD. 


numerous readers may no doubt be interested in a boiler of 
somewhat different design of the same type of fire-box 
casing, as used on the Norfolk & Western Railroad. 

Fifteen ten-wheeled freight engines, with somewhat simi- 
lar boilers and 19 x 24-in. cylinders, were constructed for 
this company by the Grant Locomotive Works, the first 
having been delivered in 1883. 

The Baldwin Locomotive Works also furnished in March, 
1883, two eight-wheeled passenger engines with 19 in. x 24 
in, cylinders and the same type of fire-box casing. 

The Roanoke Machine Works are now engaged for this 
company upon three ten-wheeled passenger engines, with 
19 in. x 24 in. cylinders, and from which the original 
drawings for the accompanying engravings were prepared. 

The Grant and Baldwin boilers bad fire-boxes with hori- 
zontal foundation ring, 5 ft. 11 3-16 in. long in the clear 
inside. CHARLES BLACKWELL, 

Superintendent of Motive Power 








Testing Automatic Car Couplers. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Believing that this business, like every other, should be 
done systematically, so as to be of use to corporations and at 
the same time give satisfaction to inventors, I beg most re- 
spectfully to offer the following suggestions: 

Whether the tests are made by some great central author- 
ity, Commissioners of the several states, or isolated railway 
companies, they will apply in either case. 

First. Cars should be provided at the cost, if thought best, 
of the exhibitors, but secured in advance by the examiners. 

Second. As itis frequently necessary to make couplings 
on curved track and on sidivugs in the vicinity of frogs, a 
piece of sharply curved track should be provided, If de- 
fective as to line and surface, so much the better. 

Having done this we are prepared for business, and only 
lack some system by which the several devices may be com- 
pared. I can think of no be'ter method than that in use in 
our schools in rating the standing of our children, viz , a 
system of numeration On a basis of 100 for perfection. 

The requirements of the competing devices may be set 
forth in accordavce with the headings below, which would 
be the heads of columns in a table: 

Name of device or coupler. 

Cost, including application to car. 

Certainty of coupling with its own kind when brought 

togetber forcibly. 

Same as No, 2 when brought together slowly. 

Facility with which it can be uocoupled when required. 

Simplicity of arrangement by which it can be fixed so as 
not to couple. 

Ability to couple with common draw-bars higher or 
lower than itself. 

Ability to couple with its automatic competitors. 

Ability to couple with its own kind higher and lower 
than itself. 

(Important). Non-liability to become uncoupled on rough 
track from its own defect. 

10. Protect:on of parts against snow, dirt. ice, etc. 


11. Liability to resist shocks when cars come together for- 
cibly. 


y 
12. Certainty by which all operations can be made outside 
and free from danger. 


{The list may be added to as the examiners may see if 
as for instance in case of destruction of parts; facility 
with which makeshifis may be resorted to, etc., ete.] 

The inventions, so far, very reasonably divide themselves 
into four classes. 

First. Those requiring lose links aad pias, but opsrated 
from the side of car, 


Second, The claw-couplers, also requiring loose links and 


1. 
2. 


3. 


4. 
5. 
6. 
7. 
8. 
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pins during the life of the draw-bars now in use, Of this 
type are the Janney, the Miller, and I think also the Cowell, 
ete. 

Third. Those carrying their pins, but requiring a loose 
link, such as the Best, the United States, etc., etc. 

Fourth. Those having no loose parts, such as the Ames, 
Wilson & Walker, etc., etc. 

Analyzing the table we have : 

1. Cost. Some equalizationis necessary. For couplers of 
the first class should be added to the value of the draw-bar 
the cost of lost links and pins in perpetuity. A similar ad- 
dition should be made to those of the second class, but for a 
shorter time, perhaps. To the third class, an addition, but 
for the link only. The fourth class requires no addition to 
the cost of the device itself. 

We can take the average cost of the draw-bars in use as 
say $5 as our basis of 100; for every dollar any device cost 
over that amount ($5), we will lessen the perfection number 
by one. 

2 and 3. A certain number of efforts, three, four or five, 
should be made; succeeding in all, 100; for every failure 
such a deduction made as the examiners think best to deter- 
mine. 

4. Devices uncoupling with least amount of slack, say 
incb, 100, for every additional fraction decrease the rating. 

5, 6, 7, 8, 9,10, 11, 12 can be determined by inspection, 
but are all governed by requirement 12 (the most important 
of all), and can be rated accordingly. 

If some such system as I have indicated is pursued, exam- 
iners would be placed in an unprejudiced position, and 
exhibitors would be satisfied. If the requirements are dis. 
tributed in the shape of a circular, the latter would know 
what was required of them. The great bulk of the coupler 
cranks would abstain from appearing. Of those who did 
appear, many could be sifted out, and competitors would be 
reduced to abouta dozen. At the end much more would be 
known than now, and the information obtained, if dissem- 
inated would be of considerable value. Jas. A. EVANS. 











Transportation in Congress. 


In the Senate on the 8th: 

The bill to forfeit the unearned land grant of the Atlantic 
& Pacific road was returned from the House with several 
amendments. The Senate refused to concur and ordered a 
committee of conference. 

The discussion of the bill to forfeit the Texas & Pacific 
land graut was made a special order for Dec. 16. 

The House has continued from day to day through the 
week the discussion of the Inter-State Commerce bili. The 
principal speech was made by Mr. Long (Massachusetts), 
who gave an interesting account of the practical working 
of the Massacbusetts Commissivn law. 








The Chicago-Missouri River Passenger Agreement: 


The following isthe text of the agreement to maintain 
rates on passenger traffic on business between Chicago and 
Missouri River points, Chicago and St. Louis, and St. Louis 
and Missouri River points, made at a meeting of general 
managers held in Chicago, Dec. 1, 2 and 3, 1884 : 


I. That the rate between Chicago and Missouri River 
points be made $12.50 ; that the second-class rate, and the 
rates from St. Louis, Peoria and other points to the Mis- 
souri River which affect the rates from Chicago to the Mis- 
souri River, shall be proportionately on the Chicago rate. 

Il. That the rate between Chicago and St. Louis be made 
not less than $7.50, a:.d between St. Louis and Kansas City 


ILL. That no mileage tickets other than 1,000-mile tickets 
shall be issued by any road, excepting the 500-mile tickets 
required by law to be issued in the state of Wisconsin for ex- 
clusive use in that state. 

IV. That all forms of mileage tickets, excepting commer- 
cial tickets, shall be redeemed at 214 cents per mile, pro- 
vided such tickets have more than 300 miles unused ; and 
all commercial tickets shall be redeemed at 2 cents per mile 
—the rate provided in the agreement regarding such tickets 
—when there are 300 miles or more unused. 

V. That the redewption of mileage tickets applies only to 
tickets issued since Oct. 1, 1884, and tbat no road shall be 
obligated to redeem such tickets prior to Jan. ], 1885. 

VI. That no street commissions or side cuts sball be paid 
in Chicago, St. Louis, Peoria, or at Missouri River points on 
the business hereinbefure referred to. 

VIL. That no passes shall be issued for the purpose of in- 
fluencing passenger business ; that any passes issued in vio- 
lation of this section shall subject the road issuing them to 
the same penalties as are prescribed in the agreement dated 
Oct. 29, 1884, regarding the issue of free or reduced trans- 

rtation for the purnose of influencing freight business. 
Nething in this section shall, however, be considered as for- 
bidding the issue of passes to railroad employés. 

VIIL. That any tickets, other than mileage tickets, pur- 
chased at less than regular tariff rates in Chicago, Peoria, 
St. Louis and all Missouri River points covered by this 
agreement, shall be redeemed by the line over which they 
read at the established rates, if of the issue of a line party to 
this agreement, and at the proportion to be reported to the 
line party to this agreement, less the regularly agreed com- 
missions to be paid by such line,if of the issue of a foreign 
road. Any sach tickets offered for redemption must be 
presented at the city offices, at the points above named, of 
the Jine over which they read and on the day of their pur- 
chase, if purchased prior to 4 p. m. on that day; and if pur- 
chased later than 4p.m., they must be presented for redemp- 
tion not latter than 10a. m. the following day. In either 
case, a statement, in writing, must be presented along with 
the ticket, giving the name of the seller, and the place, hour 
and price at which purchased ; provided that this method of 
re7emption shall not apoly to tic'xets in the possession of pas- 
sengers in transit, that is, that,under the cover of this resolu- 
tion, no line can exchange the tickets of another line for its 
own fo” the p1rpose of securing passengers ; provided, further, 
that, should any line exchange,or offer,or attempt to exchange 
the tickets of any other line, either directly orin an indirect 
manner, for the purpose of securing passengers, such line 
shall be subjected to a penalty of $50 for each offense, such 
fine to be paid to the se ‘so 1 or persons furnishing the infor- 
mation. 

IX. That,when the Arbitrator shall decide that the tickets 
are issued by a circuitous route which seriously affect the 
rates provi for in this agreement, the line over which the 
tickets read shall be obliged to redeem such tickets at two 





cents per mile for the portion reading over their line; and, if 
a closer limited ticket cannot be substituted which will re- 
move the objectionable features, then, upon the order of the 
Arbitrator, all such tickets shall be withdrawn from sale, 
and no more be permitted to be sold ; this to apply to the 
territory covered by this agreement. Itisfurther agreed 
that the issue or use of extension tickets shall be strictly 
prohibited. 

X. That such tickets shall only be sold at the regular rail- 
way depots, at the union depots of the lines parties to this 
agreement, and at one outside office; it being understood and 
agreed that no company shall maintain more than one out- 
side office in each place, excepting at Kansas City, where 
either of the lines may, if they so desire, maintain two such 
offices. 

XI. That the maximum commissions which may be 
allowed by either of the lines parties to this agreement shall 
not exceed $2 between Chicago and the Missouri River, $1 
between Chicago and the Mississippi River, and $1 between 
apy Mississippi River point and Missouri River points. 

XII. That a schedule of time for passenger trains between 
Chicago and Missouri River points, Chicago and St. Louis, 
and St. Louis and Missouri River points be agreed upon be- 
tween the parties in interest, and that a less time than that 
agreed upon shall not be consumed by any line in making 
the various runs, 

XIN. That avy share of rentals with, or payment of 
salaries, side cuts, or allowance of any nature, to hotel am- 
ployés, ticket agents, their assistants, or other parties sell- 
ing tickets, or any outside party whomsoever, which shall 
have the effect of increasing, directly or indirectly, the 
amount of commission herein agreed, shall be deemed a vi- 
olation of this agreement, and subject the party toa fine of 
not less than $20, ner more than $100, for each offense, at 
the discretion of the Arbitrator. 

XIV. That no extra luggage shall be checked free to se- 
cure the sale of a ticket or tickets ; and, if the fact is estab- 
lished that any line has checked free an extra amount of 
baggage, such line shall be subjected to the penalties pro- 
vided for in Section 13 of this agreement. 

XV. That no passenger or baggage shall be transferred 
free in the city of Chicago. 

XVI That the sale of tickets covered by this agreement, 
either Jocal or through, at hotel officesin any of the cities 
named in this agreement, shall be abandoned by the lines 
parties hereto, from and after the date of its adoption ; 

srovided that ticket offices inthe Palmer House and Grand 

acific Hotelin Chicago may be permitted to remain, with 
the understanding that the Arbitrator shall arrange for pay- 
ing the salaries of those agents ina way that he may deem 
fair to all thelines interested, 

XVII. If it can be shown to the Arbitrator that any 
party presenting a ticket for redempticn has, in the state- 
ment required by this agreement to be furnished, made any 
misrepresentations as to the facts, such party shall be sub- 
jected to the penalties prescribed in Section 13 of this 
agreement, it being understood and.agreed that any belief 
on the part of either of the parties who have agreed to re- 
deem such tickets, that the person presenting the same has 


made any misrepresentation, does not relieve such party \ 


fromredeeming the tickets hereinbefore provided for. The 
intention is, that the party shall redeem, on sight, any 
ticket preseuted for redemption. 

XVAL The rates between Chicago and Missouri River 
via St. Louis, shall not be less than the sum of the locals be- 
tween Chicago and St. Louis, ard between St. Louis and 
such Missouri River points. Tickets reading from Kansas 
City to Chicago direct, and vice versa, shall not be honored 
via St. Louis. 

XIX. All time limits specified in the rate sheets covering 
the business referred toin this agreement shall be on one 
and the same form for continuous passage only, and any ex- 
tension of such limits shall subject the offender to the pen- 
alty provided for in Section 13. Ticket agents shall not 
change their dating stamp until the last through train has 
left for the day ; no ticket must be dated ahead of its actual 
date of sale, and the limit of tickets must not be extended be- 
yond tbe limit specified in the rate sheets covering the busi- 
ness referred to in this agreement, except where passengers 
are obliged to purchase tickets beforehand, in which case 
agents may change their stamp, but must note on the face 
of the coupon the word “over,” in ink, and on the reverse 
side of the coupon, in ink, ‘‘ Not good until ——,” the nota- 
tion in ink and the dating to be uniform with that of the 
stamp ; provided that, in case of the actual disability of the 
passenger not in existence at the time he purchased the 
ticket, or of an accident nevessitating the detention of trains, 
the line party hereto on which the delay occurs may ex- 
change such limited tickets for others so limited as to enable 
the passenger to reach his destination without extra ex- 
pense ; but, in all such cases, thefacts must be reported to 
the Arbitrator. 

XX. Whenever a violation of this agreement occurs, the 
plaintiff must give notice at the office of the alleged offend- 
ing line, in the city where such violation occurred, not later 
than 5 p. m. on the day of the discovery of the offense, if 
prior to 3 p. m. of that day ; and, if later than 3p m., it 
must be presented not later than 10 a. m. on the following 
day, with particulars of the case, in writing. At the same 
time, the charges shall be forwarded to the Arbitrator for 
investigation ; and the case shall be called as soon as pricti- 
cable after the notice shall have been received by the Arbi- 


trator, but in no case later than ten days after the commis- | 


sion of the offense. 

XXI. All special rates for round-trip, excursion or other 
form of tickets between points covered by this agreement, 
not provided for in the rate sheets covering the business re- 
ferred to, shall be made by the Arbitrator after obtaining 
the assent of the competitive lines interested. 

XXII. That any contracts in existence Dec. 1, 1884—a 
list of which sball be filed with the Chairman or the Arbi- 
trator within 48 hours from the adoption of this agreement 
—which would interfere with the foregoing shall be protected 
by the lines under the contract until such covtracts expire, 
and they shall not be renewed ; but any of the lines parties 
to this agreement shall be at liberty, with the consent of the 
Arbitrator, to make the rates on similar business the same 
as the contract rates which are reported to him by the roads 
having such contracts ; provided that any contracts which 
may have been made by any party hereto on or after Dec. 
1, 1884, shall subject such party to the penalties as provided 
for in Section 13 of this agreement. 

XXIIL. That the Arbitrator shall have the right to call for 
any information regarding the business covered by this 
agreement ; and, when required, he shall be at liberty to call 
for the information under oath. 

XXIV. That any road selling through its offices, or 
through any other office, tickets at less than than the rates 
prescribed in this agreement shall be subjected to a penalty 
as provided for in Section 13. 

XXV. That a Referee be selected, who shall be a disinter- 
ested person, entirely familiar with passenger traffic. He 
shall investigate all charges made of violations of this agree- 
ment. He shall act as arbitrator on all questions on which 
the parties hereto are unable to agree ; his decision to be final 
and binding upon all parties hereto. 

XXVI. This agreement shall continue and be in full force 
from Dec. 8, 1884, to Dec. 31, 1885, and for one year 


| thereafter, unless notice of a desire to withdraw therefrom 
shall be given between Dec. 1, 1885, and Dec. 10, 1885. 
CuicaGco & Auton R. R. Co., 
Signed by J. C. MeMullin, Vice-President. 
CuHIcAGo, BURLINGTON & Quincy R. R. Co., 
Signed by T. J. Potter, Vice-President. 
CHICAGO, MILWAUKEE & ST. PAuL Ry. Co., 
Signed by Roswell Miller, Ass’t Gen’l Manager. 
CuicaGo & NORTHWESTERN Ry. Co.. 
Signed by M. Hughitt, Second Vice-President. 
CuicaGo, Rock IsLanp & Pactric Ry. Co., 
Sigued by R. R. Cable, President. 
HANN. ye JOSEPH, AND K. C., 81. J. & C.B. R. 
. Co.'s, 
Signed by J. F. Barnard, General Manager. 
ILLINOIS CENTRAL R. R. Co., 
Signed by E. T. Jeffery, General Superintend- 


ent. 
Missouri Pactric Rartway Co., 
Signed by H. M. Hoxie, Third Vice-President. 
Wasass, St. Louis & Pactric Ry., 
| Signed by A. A. Talmage, General Manager. 








Receiver Clark on the New York & New England Road. 


At the’ annual meeting of the New York & New England 
Co. this week some of the stockholders talked pretty sharply 
against the present management and charged that the re- 
ceivership was unnecessary. Receiver Clark, being called 
for, finally spoke in defense as follows: 

When I came from New York last Saturday night at 9 
o’clock I found upon my desk extracts from the Boston news- 
papers of the week, and I spent an hour reading them. I 
realized then what the power of the press may be in regard 
to the creation of public opinion; but I had not realized un- 
til that moment what its effect might be upon an individual, 
for I declare to you that after reading those newspapers I 
began to scratch my head and ask myself “Is it this 


Clark or not?” ‘Am I an honest man or a rascal?” 
But it did not take long for me to make up my 
mind, and I assure you, gentlemen, every one of 


you, that my bands are clean inside and outside, and that 
in no act, that in no thougbt, that in nothing I have done or 
left undone have I done anything but what I believed to be 
for the interest of this property. But I want you to under- 
stand, alsu, that I do not believe it to be for the interest of 
this property to manage it to affect quotations in the stock 
market. I believe we should seek to create an intrinsic 
value in the securities that will justify people in keeping 
them from month to month and from year to year. ‘* Men 
may come and men may go,” but this property will con- 
tinue, and it must be kept so that it can perform its duty to 
the public, or else those who are at some time the owners of 
it will meet with loss. 

Now, I could bave taken this property last December and 
January, and have made more net money than is shown in 
the accounts. But I bave kept the road in repair, and there 
has not been one figure made or one thing done for a 
temporary purpose. lam not operating this road that its 
stock may be quoted higher or lower in the market. You 
will not tind telegraph books in my office, telling who has 
bought stock to-day and who has sold it; what broker has 
bought it, and what broker has sold it, and winding up, 
‘IT wonder if we are getting left?’ Ihave not bought one 
share of your stock; I bave not sold one share of your stock. 
I have had no interest whatever in the market value of your 
capital stock since I became your President. 

Now, Mr. Chairman, [ am not a man considered by my 
friends as being afraid or unwilling to have a little sharp- 
shooting. But I have kept quiet under the accusations— 
which mean simply that I am a rascal—because | believed I 
should subordinate my personality. It is for your sakes 
tbat I have kept still. It is for your sakes that I shall keep 
still to-day when the invitation is so cordial that I should 
expose to you the methods and the management and the 
circumstances under which I found this property when I took 
charge of it. 

The morning after I was elected President, at your last 
annual meeting—and at that time, if you remember, I re- 
frained from saying anything, for I kuew nothing of the 
facts—I went to the office and sought to find out the actual 
financial condition of the property. It was such that no 
honest man could buy a gallon of oil, a pound of coal, or 
any article of merchandise whatever for your account and 
be bonest. I did not understand that in coming here you 
wanted me tobe dishonest. Idid not and do not propose 
to do anything that is dishonest. But in those eight or ten 
days which intervened after the examination of the accounts 
and of the property, as one man after another came to me 
and said, “Is it right that I should sell you this ?” 
‘* Ihave an order for this, if you say itis all right 
I will send it,” I could not tell him it was all right, 
and I could not tell him it wasall wrong, and I could not 
run your road without buying supplies. Only two days 
after I went to the office and got, as I supposed, the figures 
sbowing the financial condition of the property, 1 asked the 
Auditor whether it was possible that there were other debts 
that had not been put upon the books. I looked in my 
drawer yesterday and found a little piece of paper which is 
dated ‘*12-13-83.” That means Dec. 13, 1883, two days 
after your annual meeting. This is the piece of paper the 
Auditor brought me in answer to that question: ‘Amount 
of bills outside Treasurer’s office, $248,405,” a quarter of a 
million dollars more of debt. 

Now, Mr. Chairman and gentlemen, there was no possi- 
bility of keeping your property as a unit, and continuing to 
operate it as a unit without the intervention of a receiver- 
ship of some kind. Iam sure of that. The result shows it 
clearly that receivership was never thought of, suggested, 
nor entertained nor planned for, nor provided for nor con- 
templated in any way except as the necessity of it was 
disclosed from day to day, and from disclosures made 
subsequent to Dec. 11. It was not done at thesuggestion or 
in the interest of any body or any corporation except the 
New York & New England Railroad, and if you believe me 
I think that is all that I need to say upon that subject. 

Now, in regard to the operation of the property during the 
year, there are sufficient reasons for all that has been done, 
At some places we can make money by pooling, by making 
combinations. There are other places where we cannot 
make combinations, and if wecan get anything from freight 
over the cost of doing tbe business, it has been taken. The 
test has been all the time, and as long as I remain here it 
will be, not how much damage can we do our neighbors, but 
how much money can we make ourselves? I tell you, gen- 
tlemen, the bottom line about this property is its capacity to 
earn net money. I tell you that gross money has nothing to 
do with it. If it costs us two dollars to earn one the sooner 
we stop paying out two dollars to get back one the better 
you are off, and I say that good faith toward those to whom 
you — this property as security requires that 
it shall be operated precisely in that way; that it is no more 
honest to wear out machinery and rails and the property of 
this company for the purpose of making a show, than for a 
man to sell the copper gutters from the building he has 














DECEMBER 12, 1884] 


THE RAILROAD GAZETTE, 


881 








mortgaged. If I understand anything, you want to do 
right by — creditors and you want todo right by your- 
selves. If you smart and are sore under vour loss, as rave 
no doubt you are, lam sorry for you; but gentlemen, it is 
not my fault. When you call the surgeon to open a sore, 
and the pus streams out, it is not the doctor that put the pus 
there; it had been there for along time. Blame the cause 
that produced the ulcer, not the surgeon who opened it. 

Now, gentlemen, there are just four years intervening be- 
tween the time I xesigned my work in your service—five 
years to 1884, or four years to 1883, [ care not which you 
take. For the purpose of comparing the condition of the 
road at these two periods, let me tell you that in the year 
ending Sept. 30, 1879, when I left, the debt was less than 
$5.200,000. hen I came back here I found the debt about 
$17,000,000—yes, nearly $18,000,000. ‘That is, in four 
years $13,000,000 of debt bad been added to this property, 
while the net earnings had decreased from $524,000 to 
$428,000. Now, there are five years of history. Those are 
the facts from the reports. 

Now to change this current; to make this property begin 
to earn; to make it deserve the good will of its connections, 
because it has acted properly toward them—for I want you 
to understand that every 15 miles from here to the Hudson 
River we are met by some other competing road,—to make 
this property earn what you want it to cannot be accom- 
plished in one month or three months, or six, or nine 
months. . 

All the talk, all the complaint, comes, not from people who 
have been burt—for I have been scrupulous to keep your 
faith, so far as I could, with every interest,—but it comes 
from people who look at this property from some other 
point of view than the point of view for permanent stock- 
holders. For people who buy to-day and sell to-morrow 
there is one class of arguments, and I do not mean to deal 
with them. But for people who come here to stay, 1 have 
every sympathy, and shall do everything in my power for 
them. + + * * 

Nobody regrets more than I do the necessity for the ap- 
pointment of a receiver, and at night. Ido not want to be 
censorious, but it wés in large measure owing to the length 
of Col. French’s arguments before the director’s that we 
were unable to get before the judge at an earlier hour on 
that evening. We heard all he had to say; and the case was 
fully presented to the judge that evening. There was noth- 
ing else to be done; and if it were to be done, “ ’twere well 
it were quickly done.” * * * * 

I have been able, so far, to protect this property from dis- 
memberment. No default has yet occurred which is fatal 
to your interest. I do not intend that any default shall 
occur on Jan. 1. How long I am able to keep this pro- 
perty for you will depend, in large measure, upon the people 
who hold the securities. The first great rock upon which 
there is danger will appear above water on Feb. 1, for 
that will be the expiration of the six months’ default on the 
interest on the second-mortgage bonds of the company. 
Of those second-mortgage bonds, 1,750 or more are 
held by the State of Massachusetts—I speak not accu- 
rately—and 1,250 are held in the interest of other parties, 
under a contract made with Mr. Potter. These parties can 
fund their coupons or not, and whether or not they will 
fund them will be the test as to whether they are working 
for your interest, or whether those who have put themselves 
in the breach and have labored day by day to save your 
property are truthfully your friends. Probably Feb. 1 will 
mark anerain the property. It will be for those gentle- 
men, who hold your coupons under a contract made long 
before I was responsible for the management of the prop- 
erty, to say whether they will fund those coupons or not, 
and | would like an answer to that question here and now. 








Master Car-Builders’ Association—Circulars of Inquiry. 





The following circulars of inquiry have been issued by 
committees appointed to report at the next convention : 
STANDARD DEAD BLOCKS, 


A committee has been appointed to submit to the next 
convention of your Association detailed drawings of dead 
blocks to be adopted as standards. In order that the com- 
mittee may have the fullest information concerning the sub- 
ject submitted to them, members are requested to send 
copies of drawings showing in detail the form of construc- 
tion of dead blocks, and the method of attaching them to 
cars which they use, and also to inform the committee what 
plan of dead blocks, in their opinion, exposes train-men to 
the least danger, and gives the greatest protection to cars 
from injury by concussions. The committee will also be 
glad to receive any other information, in suggestions relat- 
ing to the subject of dead blocks, that members of the Asso- 
ciation are able to give. 

CHARLES BLACKWELL, ) 
Norfolk & Western Railroad, Roanoke, Va., H 
GEORGE W. DEMAREST, Cc itt 
Northern Central Railroad, Baltimore, Md., a 
M. N. Forney, 
No. 73 Broadway, New York, } 


Replies to this circular should be addressed to Charles 
Blackwell, Chairman of Committee, Superintendent Motive 
Power, Norfolk & Western Railroad, Roanoke, Va. 


SIDE-DUMPING AND DROP-BOTTOM COAL CARS, 


The committee to whom the above subject was referred 
request that the members of the Association will send to 
the Chairman of the committee copies of drawings of the 
side-dumping and -drop-bottom coal cars which they are 
using, and that they will also write to the committee and 
give the results of their experience and observation in the 
use uf such cars, and state which, in their opinion, are the 
best kind. 

Members who have noted any special advantages or ob” 
jections which one kind of car has in comparison with 
others, are requested to report the results of their observa- 
tions or experience to the committee. 

JOSEPH TOWNSEND, 
Chicago & — aes Bloomington, Il., | 
OHN HopGe, : 
Missouri Pacific Railroad, St. Louis, Mo., t Committee. 
C. E. Gore, 
LaFayette Car Works, LaFayette, Ind., 

Answers to this circular and copies of drawings should be 

sent to Joseph Townsend, Chairman of the committee. 


TRAP-DOORS IN THE ROOFS OF PASSENGER CARS. 

At the last annual convention the above committee was 
continued and was requested to furnish plans at the next 
convention. The following questions are submitted to mem- 
bers with the hope that the answers thereto will assist the 
committee in making a report: 

1. Is it in your opinion necessary to have doors in the 
roofs of our passenger cars for safety of the passengers in 
case of upsetting of cars or accident of any- kind ? 

2. If doors are placed in roofs of passenger cars, how 
many would you advise to use, and at what place in the roof 
would you locate them. ? pe nas : : 

83. What size of doors would you advise, and how would 
you arrange them to be easily removed ? . 

4. How would you advise to put the doors in the roofsand 


make them tight, avoid leaking, and not deface the inside 
finish of car ? 

5. If you approve of such doors in passenger car roofs, 
will you please send to the Chairman of committee a plan 
for application ? 

F. D. ApAms, } 
Boston & Albany Railroad, Allston, Mass., | 
JOHN MACKENZIE, | 
New York, Chicago & St. Louis Railroad, | 
Cleveland, O., 
SANFORD KELLER, 
Flint and Pere Marquette Railroad, East 

Saginaw, Mich., 

It is expected that an answer of some kind will be given 
to this circular. The answer should be sent to F. D. Adams, 
the Chairman of the committee. 


Committee. 








TECHNICAL. 





Locomotive Building. 


The Portland Co. in Portland, Me., recently completed a 
passenger locomotive for the Portiand & Ogdensburg road, 
oe now building two mogul freight engines for the same 
road. 

The Dickson Manufacturing Co. in Scranton, Pa., recently 
shipped two narrow-gauge locomotives to the Houston, East 
& West Texas road. 

The Schenectady Locomotive Works in Schenectady, N.Y., 
recently completed 10 eight-wheel freight engines, with 
17 by 24 in. cylinders, for the Wisconsin Central, and two 
for the Scioto Valley road. They are now building two ten- 
wheel freight engines, with 18 ty 24 in. cylinders, and two 
heavy shifting engines for the Cincinnati, Indianapolis, St. 
Louis & Chicago road. 


Car Notes, 


The Wason Manufacturing Co. at Brightwood (Springfield), 
Mass., bas received orders for four drawing-room cars for 
the Boston & Lowell road and for one drawing-room and 
four passenger cars for the Old Colony road. 

The LaFayette Car Works in LaFayette, Ind., are build- 
ing 180 refrigerator cars for the Delaware, Lackawanna & 
Western road. 

The Pullman Car Works at Pullman, IIll., are building 200 
box cars for the Fitchburg road. 

The Milton Car Works at Milton, Pa., are building 500 
iron bopper coal cars for the Baltimore & Ohio road. 

McKee, Fuller & Co., of the Lehigh Car, Wheel and Axle 
Works, at Catasauqua, Pa., have just completed a large 
addition to the forge building, which was inadequate on 
account of their increasing business. They are also having 
a new furnace and a new steam hammer of 2,500 pounds 
capacity placed in position. The capacity of the forge de- 
partment will be doubled. The works are at present busily 
emploved on large orders.—National Car-Builder. 

The Northwestern Car & Manufacturing Co. of Stillwater, 
Minn., which tailed some months since, has been reorganized 
upon the basis recommended by the Boston creditors, number- 
iug nearly 100 and representing $2,000,000 of indebtedness. 
The new capital will be $7,000,000, of which $4,000,000 pre- 
ferred stock will be given at par to the creditors of the com- 
pany, and $3,000,000 of common stock to the present 
preferred stockholders of the company. Earnings above 7 
per cent onthe preferred stock will be laid rside until a 
surplus of 10 per cent on preferred has accumulated. If 
the earnings in any year shall be insufficient to pay 7 per 
cent on preferred stock, the surplus may be drawn upon to 
make up the deficiency. After 7 per cent on the preferred 
and the maintenance of the sinkiug fund, both stocks divide 
surplus earnings equally. The first board of directors is 
composed chiefly of the Boston stocksholders. 


Bridge Notes. 


The King Iron Bridge & Manufacturing Co. in Cleveland, 
O., recently completed two iron highway bridges oVer the 
Leon River and one over the Bosque River at and near 
Hico, Tex. The same company has taken a contract to 
build a bridge over the Sabine River at Logansport, La., 
for the Houston, East & West Texas road. 

The Phoenixville Bridge Co. at Phoenixville, Pa., has com- 
pleted an iron viaduct 483 ft. long at Conway, N. H., on 
the Portland & Ogdensburgroad. Itreplaces a wooden 
trestle. 

The Niagara Bridge Co. in Buffalo, N. Y., is building two 
iron bridges in NewH ampshire, for the Portland & Ogdens- 
burg road. 

The Union Bridge Co. bas a contract for 10 iron bridges to 
replace wooden oues on the State Line & Sullivan road. 

The Rochester (N. Y.) Bridge Works of Alden & Lassig 
have completed an iron trestle 600 ft. long and 80 ft. high 
at Marlboro, N. H., on the Manchester & Keene road. 


Iron Notes. 


The Thomas [ron Co. has bought the furnace of the Scran- 
ton Lron Co. in Dover, N. J., and will repair it and put it in 
blast. 

The rolling mill at Blandon, Pa., has shut down for the 
present, baving no orders on hand. 

The mills of the Phcevix Iron Co. at Phoenixville, Pa., are 
very busy, chiefly on bridge iron. 

Tbe Pittsburgh Chronicle-Telegraph of Dec. 6 says: “ It 
has been some years since the stocks of pig iron at the fur- 
naces blowing have fallen below 2,000 tons. The only fur- 
uace from which any metal can be sold is the Soho, which 
produces about 1,100 tons a week, and it is the only one 
that §within§j the last 18 months} carried a stock. This 
was not, however,so much because of slack demand.as on 
account of unsatisfactory prices. The total amount of 
metal cast in the city since the first of last January up to the 
1st inst., has reached 470,200 tons, which has all been used, 
including a stock of about 13,000 tons that was on hand on 
the first of this year. Outside of the foregoing there was 
about 2,000 tons sold from a 9,000-ton pile at the Edith fur- 
nace in Allegheny, which furnace was blown out nearly a 
year ago. Not taking the Edith into the account there are 
six furnaces idle. One of these, the Juniata, has been torn 
down and is now being rebuilt. The run of last month 
reached 42,000 tons, and this month will be the same, as 
the furnaces blowing last month are still doing excellent 
work ; this will make at the end of this month 512,200 tons 
of pig iron made from the furnaces in this county during 
the year just closing.” 

Manufacturing and Business Notes. 

The Pintsch Lighting Co., of New York, have established 
plant for supplying compressed gas to the Hoboken Land & 
Improvement Co., and equipped and lighted nine of that 
company’s ferry-boats, which are used by the Delaware, 
Lackawanna & Western Railroad passengers. The lights 
have been so successful that the yn ny has now ordered 
the two remaining boats equipped with Pintsch fixtures, 

The Machine Tool Works, of Philadelphia, F. B. Miles, 
Engineer, received at the American Institute Fair in New 
York silver medals for their ‘universal radial drilling ma- 
chines and improved steam-hammers; bronze medals for 
their fust-running planing machines, upright drilling ma- 
chines, slotting machines and improved car and locomotive 





axle lathes—six medals in all, being the leading awards 
made in the macainery department. 


The Rail Market. 

Steel Rails.—The Iron Age says: ‘*‘ There is a fair demand 
for small lots, but beyond that the market is neglected. 
Prices are steady, however, and $28 at mill appears to be an 
inside figure for ordinary sections, and $28.50@$29 asked 
for small lots. Offers of $27 for 1,000-ton lots have been 
declined, and, as the mills which are in operation have two 
or three months’ work ahead, the outlook is favorable for 
steady, if not improving, prices.” 

Rail Fastenings.—Pittsburgh quotations are 2 cents per 
pound for spikes, 2.25@2.50 cents for track-bolts, and 1.65 
@1.75 cents for splice-bars, with a very dull market, 


Car-Couplers. 

A series of tests of the Curtis & Wood car-coupler was 
made on the Philadelphia & Reading tracks at Conshohocken, 
Pa., on Nov. 29. under the supervision of officers of the 
company. The tests are described as having been the most 
violent and various to which a coupler could be subjected, 
and as being under every condition successful. An officer 
of the Philadelpbia & Reading writes us that ‘‘the tests that 
were made were very satisfactory indeed.” 


Finlay’s Centre-Support Car Truck. 
The Barney & Smith Manufacturing Co. in Dayton, O., is 
building some flat cars 36 ft. long with Finlay’s patent cen- 
tre-support truck for the Hot Springs Railroad. They are 
to carry 50,000 lbs., and will be used chiefly for bauling 
lumber, coal and granite. Some 36 ft. box cars with the 
centre-support truck put upon this road a year ago have 
been in constant use and have cost nothing for repairs. In 
winter they are used to carry ice and are loaded to their 
full capacity of 25 tons, but at other seasons the load is more 
often 15 to 20 tons of general freight. The centre-support 
truck is shortly to be tested on several other roads. 


Western Society of Engineers. 


The 197th meeting was held in Chicago, Nov. 18, President 
Cregier in the chair. 

It was voted that the President and Secretary select and 
purchase suitable frames or albums for the reception of 
photograph likenesses furnished by members. 

A discussion was had on the subject of Ra naga Air, 
the Cable System and other methods of propelling railway 
cars, 


Engineers’ Society of Western Pennsylvania. 


At the regular meeting in Pittsburgb, Nov. 18, President 
Miller in the chair, 51 members present, President Miller 
reported the bills approved make a total of $956 for the 
current year. 

It was ** Resolved, That a committee of seven, of which 
Mr. Lindenthal shall be Chairman, be appointed by the 
Chair to report on the advisability of joining in the publica- 
tion of the ‘ Association of Eogineering Societies.’ ” 

The President appointed Messrs. G. Lindenthal, T. P. 
Roberts, Emile Low, G. H. Browns, §. B. Fisher, J. G. 
Wainwright and J. L. Awl. 

Mr. Wm. Metcalf then read the paper of the evening, en- 
titled ‘‘ Gas,” in which he stated that the line of successful 
gas wells were located on a line running in a northeasterly 
and southwesterly direction, through a part located within 
three miles of the confluence of the Allegheny and Kiskimine- 
tas rivers. Some of these wells give out their gas at enor- 
mous pressure; a gauge on a 6 in. pipe some miles from the 
well, showing 125 pounds per square ncb. While the great 
roarer may not continue many years, it is probable that gas 
will be obtained for a longtime. A well ia Franconia, N. 
Y., bas been in use 40 years, and we are told the Chinese 
wells have been in use 4,000 years. 

It may be necessary at some time to exhaust the gas by 
mechanical means. Notwithstanding the doubts of some, it 
is afact that 2,240 pounds of muck bar can be made with 
15 bushels of slack, ata cost not exceeding 60 cents; and 
while tbe natural gas men refuse to furnish gas at this rate, 
there is no doubt gas can be furnished tocost less. Present 
methods of use are defective. Pittsburgh has a great inter- 
est in the use of gas—besides making the city clean, it 
ought to be able to compete with other places, tariff or no 
tariff. The successful use of this new fuel depends largely 
on the Engineers—and they now have a chance to show what 
they can do. 

After reading the paper a piece of graphite was exhibited 
which had been deposited on the hot walls of a Swindell 
regenerative furnace in about three days. As the walls got 
to a white heat, the gas in flowing over them deposited this 
carbon. Mr. Jarboe asked if the furnace smoked at all, and 
was answered that it smoked worse than any boiler stack, 
if you put in too much ga. 


THE SCRAP HEAP. 


A Dusty Journey. 


The following letter gives a sample of the unpleasantness 
of arailroad journey in Egypt: ‘ Here I am, after an 11 
hours’ weary ride of 229 miles. The only ficst-class car in 
the train was an ancient vehicle, full of cracks and crevices, 
through which the fine dust, set in motion by the train, 
poured in. At several stations during the day men came 
along with feather whisks and dusted us out. Next station, 
after such an operation, we were as bad as ever. On arrival 
at Assiout my companions and myself were of a kind of 
light-drab color.” 


Give Notice Next Time. i 

Aman drove through some of the principal streets of 
Pittsburgh last Saturday afternoon with 60 quarts of nitro- 
glycerine on his buckboard—a quantity quite sufficient to 
blow ali Pittsburgh through the back windows of the-Cosmos. 
There is nolaw in thatcity forbidding such a dangerous pro- 
ceeding, avd the Dispatch, while admiring the pluck the 
driver showed in risking bimself with sucb a cargo on cobble- 
stones, asks—more in politeness than apprehension— bat the 
next time be comes that way be be so good as to notify the 
inhabitants, that they may take to the woods. 


The First Sleeping Cars ? 
The Chicago Inter-Ocean gives the following 
from the Baltimore Chronicle of Oct. 31, 1838 
BEAUTIFUL RAILROAD CARS. ; 
The cars intended for night traveling between this city 
and Philadelpbia, and which afford berths for 24 persons 
in each, have been placed on the road, and will be used for 
the first time to-night. One of these cars has been brought 
to this city, and may be inspected by the public to-day. It 
is one of the completest things of the kind we have ever 
seep, and is of beautiful construction. Night traveling ona 
railroad is, by the introduction of these cars, made as com- 
fortable as that by day, and is relieved of all irksomeness. 
The enterprise which conceived and constructed the railroad 
between this city and Philadelphia cannot be too highly | 
extolled, and-the anxiety evinced by tlie officers who 
now have its control in watching over the comfort of the 
passengers, and the great expense incurred for that object. 








as reprinted 





are worthy of praise, and deserve, and we are glad to find 
receive the approbation of the public, A ride to Poiladelphia 
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now, even in the depth of winter, may be made without in- 
convenience, discomfort, or suffering from the weather. 
You can get into the cars at the depot in Pratt street, where 
is a pleasant fire, and in six hours you are landed at the 
depot in Philadelphia. If you travel in the night you go to 
rest in a pleasant berth, sleep as soundly as in your own bed 
at home, and on awakening next morning find yourself at 
the end of your journey, and in time to tuke your passage 
to New York if you are bent there. Nothing now seems to 
be wanting to make railroad traveling perfect and complete 
in every convenience, except the introduction of dining cars, 
and these we are sure will soon be introduced. 


Train Robbers. 


A passenger train on the Little Rock & Fort Smith road 
was stopped near Little Rock, Ark , on the night of Dec. 6, 
by robbers, who, though only five in number, succeeded in 
cleaning out the express safes and in carrying off nearly all 
the money and valuables of the passengers. Early on the 
next morning they were followed up by the aid of blood- 
hounds, and five men were captured who are believed to be 
the robbers wanted. The state offered $10,000 reward for 
their capture and the railroad company an equal amount. 


A Conductor's Ready Reply. 

**Dan”’ Haire, the conductor of the Erie monitor, who 
weighs not much more than 109 pounds, was going 
through the train the other day collecting the tickets, when 
he encountered a 300-pound passenger. ‘‘ Tickets,” shouted 
the conduetor of avoirdupois. The heavy traveler rolled 
his eyes toward him and with a twinkle in them said, 
‘*S’pose I don’t give it to you?” Looking over the well-fed 
passenger ‘‘Dan” replied, ‘‘Then, I guess, we'll have to 
switch the car.” The other passengers cheered the con- 
ductor.—Elmira (N. Y.) Advertiser. 


They had Better Move. 


“This is the fifth or sixth suit brought against our line by 
the same family,” remarked a railway official as he pro- 
ceeded to examine a petition upon which a new case has 
been founded yesterday afternoon. ‘‘ The woman who hap 
pens to be plaintiff in the case wants damages for the loss of 
a valuable cow that was killed by one of our trains near her 
home at Buffalo, Ill., and I can bardly blame her for feel- 
ing she is entitled to some recompense from the company, as 
the road has played sad havoc with nearly all she held near and 
dear in this world of misery. About a year ago, if I remem- 
ber correctly, one of our fast passenger trains ran over and 
killed a sow and litter of pigs she was guarding with great 
care. She brought suit for damages but failed to recover. A 
month later we ran over and killed her valuable cow, and be- 
fore three months elapsed ber husband was caught on 
a crossing by the same train with a wagon and team of 
horses, all the stock he had left. Our fastest train ran into 
the outfit while traveling at the rate of 40 miles an honr, 
and killed both the man andthe borses. Overwhelmed with 
grief the poor woman hardly knew what todo. At last she 
started a boarding-house and endeavored in that way to 
support ber two small cbildren. Taking compassion on her 
the neighbors raised a subscription among themselves and 
made her a present of a 850 cow. lam now reading over 
the petition in which she claims $50 damages for the luss of 
this animal, which was run over and killed by our fast ex- 
press about a month ago. I am not superstitious, but I fear 
that the woman and ber two children will certaialy get 
killed unless they move away from the line of our road.”— 
Louisville Courier-Journal, 


The Deadhead’s Loss. 

‘** How’s business ?” 

‘**I’m losing money very fast now.” 

““ How ?” 

‘** Ob, this cutting of railroad rates.” 

‘* How does that affect you ?” 

‘* Why, you see, I travel on passes over all of these roads, 
and where I used to save $20 on every trip from New York 
to Chicago, I save only $1 now. Dead loss of $19.”—Chi- 
cago News. 


Locomotives for the Earliest Virginia Railroad. 


Mr. George Escot Sellers writes in the American Machinist 
that in company with Wirt Robinson he visited England to 
examine the question of locomotive power and contract for 
engines for the first Virginia railroad, the Richmond & 
Fredericksburg. They devoted overa week to examining 
the Liverpool & Manchester Railroad and its engines, and 
bad several interviews with George Stephenson, whu was 
having constructed for America a number of full crank four- 
wheel complex locomotives, with the cylinders under the 
smoke-box, without either trucks or pilot wheels He ex- 
plained very fully bis train of reasoning and bis experi- 
ments that led to bis adoption of tubular boilers, and was, 
Mr. Sellers thinks, no doubt the originator of the multi- 
tubular boiler for locomotives. 


A Crowded Car. 


An English exchange says that on Nov. 17: “A Pullman 
car in the train from Reggio di Calabria (Italy) took fire. 
One of the passengers was killed. The other escaped.” a4 
parently it is not difficult to get a lower berth in Italy. 


Singular Accidents. 


On Dec. 5, as a mixed train on the Kingston & Pembroke 
road was near Verona, Ont., running at a high rate of 
speed, an explosion occurred near the stove in the rear of 
the passenger car. It was thought at first that the stove had 
fallen down, but instantly the car was lighted up with a 
bright flame. A suffocating gas which filled the car caused 
an immediate rush for the door by the terrified passengers 
who fled, leaving their traps. The platform, steps and 
doorway of the car were soon jammed, and numbers were 
beld back, unable to get out for some time. During the 
panic the bell-rope, by being pulled on from both sides, 
broke, without giving a signal to the engineer to stop. The 
train was rusbing along at 30 miles an hour, and it 
was with difficulty that the passengers were prevented 
from jumping off. In the meantime some one ran 
a the bageage car and, shouting over coal cars, 
brought the engineer to a sense of the danger, and he 
brought the train toastop. Passengers and train hands 
then put out the fire with water procured in the ditches by 
the wayside. The accident was caused by some passenger 
placing a parcel near the stove which is supposed to have 
been a large bottle of phosphoric acid. The person who put 
it there declared he did not know its contents and was 
bringing it to a school teacher. It was very fortunate it 
was placed at the back instead of the front end of the car, 
otherwise the passengers would have been forced to jump 
off the train, and great loss of life must have followed. As 
it was, some of them suffered severely from inhaling the 
gas. Several seats in the car, the floor, and the valises and 
clothing left by the passengers were burned. 

While a 10-ton tank-wagon of creosote oil was passing 
along the Caledonian line, it was discovered that a brass lug 
3 in, in diameter in the bottom of the tank, and need 5 for 
emptying it. bad fallen out. The leakage was so great that 
the ‘gyene between the rails for 80 yards was covered with 
oi] fully 3 in, in depth, A station agent endeavored to plug 
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the hole with waste, but before the leakage was stopped 
the tank was nearly empty. By this time the stream of oil 
was rushing over the north embankment of the railway into 
an adjacent field, where there is a drain leading to the river 
Allan, a distance of 150 yards. The oil, getting into the 
conduit, poured into the river, killing every living thing as 
far down as Dumblane. Thousands of fish lay dead in the 
river, no fewer than 300 being counted in one pool. Even 
the eels and water rats were poisoned. The Allan is a 
favorite stream with anglers, and years must elapse before 
the river is restored to the condition in which it was before 
the accident.— Railway Lepress. 





ANNUAL REPORTS. 
The following is an index to the annual reports of railroad 


companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette: 
Page, 










age, 

Ala ,N. O., Tex. & Pac. Junc.551 Mississippi & Tennessee 
Allegheny Valley.... ...... 551 Missouri, Kansas & Texas. 
Atchison, Top. & Santa Fe. .64,319 Missouri Pacific 

Atlanta & West Point...........507 Mobile & Girard 

Baltimore & Ohio............ «+ 834 Mobile & Ohio.... . ........00. 


Baltimore & Potomac ... 
Boston & Albany....... ... 
Boston, Concord & Montres 


Montpelier & Weils River 
Morris & E-sex 
Nashville, Chatta. & St. L. 

aoe. Haven & Northampton 
.¥. & Greenwood Lake. 
Y., Lake Erie & West.. 
Y. & Long Branch 








Burlington, Cedar Rap. & No 
Camden & Atlantic 
Canadisn Pacific ... 
Carolina Central.... 
Centrai, of Georgia, 
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Central Pacific............ 837, 60% . ¥., N. Haven & Hartford.. vi 
Charlotte, Col. & Augusta......232 Y. & New England 818 
Chartiers.... ALO Y , Ontario & Western...... 106 
Chesapeake & Ohio........ ....374 . Y., Pennsylvania & Obio....159 
Chesapeake & Ohio Canal...... 445 . Y., Susquehanna & West .. 147 
Chivago & Alton................146 Norfolk & Western..............% 6U 
Chicago & Atlantic.... .. Northern Central,...... .. -- 165 
Chi ,Burlington & Quincy..259, 318 North rn (New Hampshire)... 411 
Chi, & Eastern Illinois... 2, ® Northern Pacific .__ .......... 69 
Chi., Milwaukee & St. Paul..87 lL Ogdensburg & L. Champlain 

Chi, & Northwestern....... 3% Ohio & Mississippi.......... : 2 
Chi., Rock Island & Pac...445,411 Old Colomy..............06. see 850 
Chi, Sz. Louis & Pittsburgh...293 Oregon Ry. & Nav. Co 16 
Chi, St. Paul, Minn. & Omaha..375 Pacific Mail S.S. Co.... ...... 667 
Chi. & West Michigan DME baatSachbarcessbece coeas 667 
Cin., Hamilton & Dayton..... 35 Pennsylvania Company........ 18 
Cin.. Ind., St. L. & Chie... .. 74 Pennsylvania & New York.....14! 
Cin. & Muskingum Val....410,7£6 Pennsylvania Railroad....... 
Cin., New Orleans & Tex. Pa..164 Peoria, Decatur & Evansve 

Civ., Wash. & Baltimore....46,445 Perkiomen.... ............0++ 
Cleveiand, Col., Cin. & Ind..... 278 Petersburg. ...........0. eins 
Cleve., Lorain & Wheeling......512 Philadelphia & Reading.... 27, (4 
Cleveland & Marietta... .......667 Philadelphia, Wil. & Balt... ... 196 
Cleveland & Pittsburgh........ 46 Pittsburgh & Castle Shannon..164 
Columbia & Greenville.......... 87 Pittsburgh, Cin. & St. Louis ..410 
Columbus, Hocking Vy. & Tol.202 Pittsburgh & Lake Erie......... 47 
Concord.... . .392 «=6Pittsburgh, McK & Yough...... 63 


Pittsburgh, Wheeling & Ky...4 
3 Portland & Ogdensburg......... 
t Portland & Rochester .......... 
» Providence & Worcester. 
Pullman's Palace Car Co. 
Richmond & Danville.. 
Rochester & hy ya Bs 
Rome, Watert. & Ogde 

hitland 


Connecticut River......... 64, 80 
Conn. & Passumps'c Rivers...* 

Consolidation Coal Co 
Cumberland Valley.......... 
Dela. & Hud, Caual Co....140, 
Delaware, Lacka. & Western 
Del , Lack. & W_ Leased Lin 
Denver & + jo Grande...... . 
Detroit, Gd. Haven & Mil.. 
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87 


























Netroit, Lansing & Northern St. U.., Alton & Terre Haute... .635 
BENED ah sise0s0= chadigace cscs oene EAR A SRP 
Eastern R R. Association.....35 St. L, Iren Mountain & So....837 
Kliz., Lexington & Big Sandy. .37 St. L. & Sen Francisco.......... 207 
Evansville & Terre Haute.....801 St. L., Vandalia & Terre Haute.1¢6 
| ESS 47 St. Paul & Duluth ...... re 
Flint & Pere Marquette....... .567 St Paul, Minn. & Manitoba....728 
Georgia Railr sad ..............689 Sandy River.......... a v1] 
Grand Rapids & Indiana........667 Savannah, Florida & Wester 
Grand Trunk ..............358, 726 Seaboard & Roanoke 

Han Junc., Han. & Gettysb’g..427 Shenango & Allegheny.........: 
Hartford & Conn. Western.....165 South Carolina.................. 5 
OS Rar 196 Southern Pac fic.............+. 302 
Houston & Texas Central.......22 ORL aTE ‘ oe 
Huntingdon & Broad Top Mt..107 Terre Hante & indianapolis.. 44 
illinois Central............. 164,202 Terre Haute & Logansport.....49 
Indiana, Bloom. & West.......519 Texas & Pacific......... . 195, 33% 
International & Gt. Northern.337 Toledo, Ann Arbor & G, T...... 4163 
Kansas City, Ft. Scott & Guif..519 Troy & Greenfield. . ....... 4 
Kentucky Central............ 279 Union Pacific.............. 2 
Knox & Lincoln............. 87 Utica & Black River.. 


Vermont Valley 


Lake Erie & Western... oe 3 
Wabash, St. L. & Pacific....... 337 


Lake Shore & Mich. Southern. .35 











Lehigh Coal and Navigation Co.147 Warren... ..........0.00+ 35 
pO OO ae 47,139 Western Maryland........... 8 
Pg OS rere 1 Western Union Telegraph.....751 
Little Rock & Fort Smith .. West Jersey..................87, 6E1 
Louisville, Evans. & St. L.. West Va. Central & Pittsburgh. 46 
Louisville & Nashville .....602,735 Wheeling & Lake Erie......... 728 
Marquette. Houghton & Ont ..893 Wilmington, Col, & Augusta.... 8 
Memphis & Charleston....727,849 Wilmington & Northern........ 726 
Mexican Central 27 Wilmington & Weldon 9 
Michigan Central........ .. Wisconsin Central.... 4)1 






Milwaukee, Lake 8 Yor« & Peachbottom.. 








New York Central & Hudson River. . 


The following extracts from the report of this company 
for the year ending Sept. 30 bave been published. The full 
report is not yet received. The balance sheet is as follows: 






Liabilities. 
Capital PM nisd od. wes Ggilee as eede . +. $89,428 ) 00 
tas a42,  chpesrebsetstieeds <oretaakonees 56,497,233 .33 
Bonds and mortgages on real estate............. .. 109.320.00 
Past due bonds RE RE Ry ere ee 1 > 00 


Interest accrued.............. $914,050.42 | 921,354.86 


eee” Er eer rere 7,304.44) 
Dividends unpaid pabip net) a le duaemaenen eek aoe 51,522.40 
Due for wages, supplies, ctc., in Sept.............. 1,757,835 .25 
Due other 1oads, etc........ ep we a ‘ 939,244 29 
Protit and loss...... Sresananiehie Wesestesabhune turk 12,803,404 79 
MG gunccadnuseneke  ckbeee ttusicel savteces $162,523,569.92 
Assets. 
Cost of road and equipment.... ...........+. ...$145,959,142.86 
Stock and bonds of other companies.... ........ 3,241,919.77 
Ownership in other lines, real estate, ete... .. ... 6.203.624 54 
Due by agents and others...............00e cece eee 3.728.179.98 
IE IE avec cc Woacc eho wteebeses és dacertnee 1,383,361.53 
IN dees Keio Os. 50 cle i coheveenckaeiesse es 1,491.220.54 
Harlem construction account............650 sees 6 726 48 
Equipment Harlem Line. ..............668 csecees 404 394.22 





3,569.92 




















1883-84. 1882-83. Inc. or Dec. P.c. 
Earnings ... $28,118,669 $33,770,722 D. $5,622,053 16.6 
Expenses... 17'849,313 ~20.750.504 D. 2'901.281 140 
Net earnings.... $10,299,356 $12,020,128 D. $2,720,772 20.9 
Interest, rentals 
and state tax 5,680,596 5,692,972 D. 62,376 1.1 
Surplus.......... $4,668,760 $7,327156 D. $2,658,396 363 
Dividends. . 7,159,644 7.148.132 I. 11.512 0.2 


Surplus or def..D. $2,490,888 8. $179,024 .. ....... .. 

The surplus last year was equal to 5.22 per cent. on the 
stock; the dividends reported were 8 per cent. The working 
expenses were 68 41 per cent. of gross earnings last year, 
and 61.44 per cent. the year before. 


Mobile & Ohio. 

This company owns a main line from Mobile, Ala., to East 
Cairo, Ky., 493 miles; the Columbus Branch, 14 miles: the 
Starkville Branch, 11; the Aberdeen Branch, 9 miles, 
a total of 527 miles of road, with 51.09 miles of sidings. The 
report is for the yar ending June 30. The only change 
during the year was the addition of 1.50 miles of sidings. 

The equipment consists of 81 locomotives; 30 passenger 
and 10 baggage and mail cars; 785 box, 158 stock and 395 


.« The general account, condensed is as follows: 
Stock.. biek cots. ba4s babe rnd Se Ghee ob-eeas cFeetont oes 





Funded debt............. i, ub lahapigeiden>eeiawee et ie .. 16,680.000 
Accounts and balances payable. including interest... 228,703 
Special liabilities, renewal fund, ete ..... ........... 612,549 
ED S55 54 Nene dgike cage CWeos con waeeh +4eee 276,582 
ECE Gi ag cunaseise cereus ¢ihes bec dake ks paahice as eee 
Roads and property...............+ w+ ee $21,028,969 
BOUOG TIGPOTOIODS «oo nes cise ceccccccense 595.197 
ge eee bs Tebanas 350,006 
Current accounts, cash, etc..... 646,446 
CAE BEUIEE o o4.n.p 0010005008 A tik a ti hecwe 42,602 
Securities held for renewal fund......... 405,220 
— $23,118,434 





The funded debt consists of $7,000,000 first-mortgage 
bonds; $1,000,000 extension bonds; $30,000 wharf bonds; 
$5,300,000 first-preferred income and sinking fund deben- 
tures; $1,850,000 second-preferred debentures; $600,000 
third-preferred debentures and $900,000 fourth-preferred 


debentures. The debentures receive interest only when 
earned. Changes during the year are the substitution of 


$1,000,000 new extension bonds for $600 000 Cairo Exten- 
sion bounds, and the payment of $10,000 wharf bonds. 
The traflic for the year was as follows: 








Train miles; 1883-84. 1882-83. Increase. P. c¢. 
Passenger .... .... 474,255 419.673 54,582 13.0 
| I SP 805,360 T74A B25 50,5385 3.9 
Service and switch 390,608 366,049 24,559 6.7 
Total... . 1,560,547 109.676 7.0 
Pass. car miles 089,306 273.511 13.1 
Freight car miles. .17,630.712 557 5 164 
Passengers carried 404,570 24.5 
Passenger-miles. . .15,267,220 145 
fons fr’t carried.. 408,889 14.4 
Ton-miles . 87,024,793 15.5 
Av. train-load: 
Passengers. No.... 32 OB assess ‘3 “ 
Freight, tons.... 1U8 97 11 11.3 


Of the freight trattic 32 per cent. was north-bound and 
68 per cent. south-bound. The cotton carried was 223,524 
bales, a decrease of 16,450 bales from the previous year. 
Locomotive service cost 19.1 cents per milerun. Passenger 
cars cost 1.742 cents and freight cars 0.490 cent per mile run. 

The earnings for the year were as follows: 

1883-84. 1882--83. Inc. or Dec. P. c. 





Freight. ... $1,712,973 $1,716,439 D. $3,416 O02 
ON RT 413,094 427.999 D. 14,905 3.5 
Mail and expre’s.... 80,487 74.024 I 6,463 8.8 
Miscellaneous.... : 72,413 52,696 I. 19,717 37.2 

TO, »i005; $2,278.917 $2,271 058 1. $7,859 0.3 
Expenses....... 1,547,467 1,641,025 D 93,558 5.7 

Net earnings ...... $731 450 630,023 I. $101,417 16.1 
Gross esrn. per mile 4,324 4.509 LI. 1A 0.3 
Net t a Aes 1.359 1,196 I. 193 16.1 
Per cent. of exps...... 67.80 72.26 D. 4.46 


The income account was as follows: 
Net earnings 


= ARR SRE OT Ae $731,450 
Surplus from previous year 


16,332 


EE AG rete iichacdisas Casdnckaet bviees eke camn .- «-@t47, 782 

Interest on first-mortgage and extension bonds.$471,200 

Interest (5 per cent.) on first-preferred deben- 
tures.... snes: Weine.cmewemeage, ae 

— 736,200 

Balance, June 30, 1884... EE ere 

The Land Department reports sales of 7,195 acres at an 
average of $2.06 per acre. At the close of the year it held 
$40,212 in land contracts, town-lots valued at $31,080, and 
1,071,313 acres of unsold lands. Thearrangement by which 
the management of the timker lands was transferred to an 
organization in Mobile, has worked to the advantage of the 
company. 

The President’s report says : ‘‘ The securities held in the 
renewal fund at this date are as follows: $300,000 first 
mortgage extension bonds ; $106,300 second preferred de 
bentures; $7,200 third preferred debentures ; $317,700 
fourth preferred debentures 835 shares of the capital 
stock, * * * 

* Anexamipation of the comparative exhibits herewith 
attached will show that while the gross earnings of the road 
have in effect been uniform for the past four years, with the 
exception of the yellow fever year, and the expenses have 
also remained about the sume, the road has been compelled 
to do a largely increased percentage of business for the same 
amount of money; the constant struggle on the part of the 
public to reduce rates, the attacks of legislatures, and the 
increased competition arising at various points bas forced a 
reduction in the passenger and freight rates, which the 
management has, however, not altogether objected to, in 
view of the desire on their part to meet the wishes of their 
patrons as far as they consistently can, leaving a net result 
in the increase of business. The net result to the present 
time has not rewarded the company for these reductions. 

‘* The counection between East Columbus and Cairo is be- 
ginning to sbow its importance. Tbe business received at 
Cairo during the past year has increased materially. It is 
proper, however, to state that a certain proportion of this is 
lost at Jackson, which, before such connection at Cairo 
was made, was received at that point, but still the balance 
is largely in favor of the company, and shows the value and 
importance of this connection.” 





Boston & Providence. 





This company owns a line from Boston, Mass., to Provi- 
dence, R. [., 44 miles, all double track: the West Roxbury 
Branch, 5.87 miles; the Dedbam Branch, 2.22 miles; the 
Stoughton Branch, 4.11 miles, and the India Point Branch, 
8.05 miles. It leases the Attleboro Branch, 4 miles, making 
63.75 miles owned and 67.75 miles worked. The 49:h annual 
report is for the year ending Sept. 30, 1884. 
The general account, condensed, is as follows : 
RE Ee ee Pe eee 





SS eee ee 500,000 

Notes payable. ......... 360,000 

Accounts and balances 65,812 

November dividend...... 160,000 

Profit and loss............ 418,471 
ree a! bind v0 6.010 0s Solano GRR ta hod ae 

Road and equipment ..............-.seee08- $4,896,174 

Stocks and bonds owned.....-.-..+-.+. «++: 234,104 

NEED -ntccincncug, 9056. 048 ae s ne oo aca 168,849 

Notes and accounts receivable............ ; 187,739 

UNE cau R dca cSeecs oh ebedwbbcesey.cucshebe 17.417 


~— $5,504,283 

The bunds are plain bonds due in 1893, and bearing 7 per 
cent. interest. Of the notes $100.000 are payable in 1886 ; 
$100,000 in 1888 ; $100,000 in 1889 ; and $60,000 in 1891. 


The traffic for the year was as follows: 
188 





3-84. 1882-83. Inc. or Dec.’ '$P.c. 
Train-miles....... .... 3,031,945 956,506 I. 75,439 7.9 
Passengers carried.... 5,482,707 4,923,426 I. 559,281 11.4 
Passenger-miles.......55,200.708 51,399,499 I. 3,801,209 7.4 
Tons freight carried.. 732,768 735,650 D. 2,882 0.4 
TOMA, 55. 200081, 21,814,426 22,132,329 D. 317,903 1.4 


The average passenger journey last year was 10.07 miles; 
the average freight haul was 29.77 miles. The train mileage 
bas increased largely, chiefly in passenger train mileage, and 
the cost of carrying passengers at low rates of fare has kept 





flat cars; 3 special] coaches and 9 tool cars, 


pace with the returns. 








Na nus mrorrern@ OPAL OTe 


DECEMBER 12, 1884) 


The earnings for the year were as follows: 
1883 -84 









1882-83. Inc. or Dec. P.c. 

Passengers.... 847 I. $97,699 7.0 
Freight.........-+. 626,636 D. 12,156 1.9 
Mail and express, . 61,479 I. 1,786 2.5 
pS AIS Pepe 22,172 I. 665 3.0 
MOS Xe dos oa $1,727.148 $1,669,134 I. $58.014 35 
Expenses.... ..........- 1,374,993 1,323,554 L. 51,439 3.9 
Net earnings.......... 352,155 $345,580 I. $6,575 19 
Gross earn, per mile.... 25,493 24,637 L. 56 3.5 
Net ess - diese 5,198 6.101 I. 97 1.9 
Per cent. ofexps. ..... 79.61 79.30 L 0.31... 


Expenses include rentals amounting to $11,874, an 
taxes, which were $103,832 last year, against $91,674 in 
the preceding year. 

The result of the year was as follows : 


Net earnings, AS ADOVE....... wcccsses seoces pai Raereinal .. $352,155 
Balance of interest account................ ... $26,14 
EPR: BOP COE nine sco cswe.: dnt dockecssenss 320,000 
—— 346,141 
Sepies Ger Ce WOOF inc cé.00 8% s0nnbscAeesmneiud 014 
IES, Sees Be DE: none cnctavets tebevsessoubnvet 36> 412,457 
Total surplus, Sept. 30, 1884.........+ceceee soevee $418,471 


During the year 6 locomotives, 13 passenger avd 50 
freight cars were bought and charged to expenses, besides 
the company’s share in 6 passenger and 4 Wagner cars for 
the New York line. 

Expenses also include $22,370 for two new iron bridges. 
A new station was built at Mt. Hope, and land bought for 
the purpose of making improvements at Readville. 

The machine shops at Roxbury were birned Nov. 16, 
1883. In one sense this bas been a gain, as new buildings 
and tools have replaced the old crowded and inconvenient 
shops. The new shops have been built with a view to maet- 
ing all demands of the road for many years to come. 

The $600 000 n+ w bonds axthorized by vote of the stock- 
holdersin Janvary last (for the purpose of paring the com- 
pany’s share of terminal improvements in Providence) have 
not been issued. By the act of the Rhode island Legisla- 
ture the whole question of acquiring lands, etc., for this pur- 
pose, as recommended by the Terminal Commission last 
year, must be acted on by the new City Council of Provi- 
dence, and that Council has not yet been elected. 





Boston & Albany. 


A summary of this company’s report to the Massachus2tts 
Railroad Commission, including the statements of traffic 
and the halance sheet, has already been published (in the 
number for Nov. 7, page 802). The report of the company 
to the stockholders for the year ending Sept. 30 has now 
been issued, and we take from it the substance of the Presi- 
dent’s report and other statements. 
The road worked is as follows: 









Miles. 

Main Jine, Boston to Albany vedepa 201.65 
Branches owned..... .. ........ ° 99.88 
OE BID is io 6i0 sccdvagictabantneed pees. -oeepanee 82.84 
DOOR ein «: eviciciesnvatites: teaed.dsdsS Goceseababweannaee 384.37 


The mileage of leased branches was increased by 9.86 
miles, the Providence, Webster & Springfield road, com- 
pleted about the end of 1883. 

The statement of earnings and expenses is repeated as 
follows : 





1883-84. 1882-83. Decrease. P.c. 

Karnings.. .......... $8,148,715 $8.539.876 $391.163 4.6 
Expeuses........ 5,785,877 6,158,904 373.027 6.1 
Net earnings. ...... $2,362,836 $2,380.972 $18,136 0.8 
Gross earn. per mile. 21,444 22.773 1.329 5.8 
N * bad sh 6 218 6.349 131 2.1 
Per cent.of exps .. . 71.00 FZAZ aa aaa 


The income account for the year is stated as wee : 





Wont CRUE GOGO: 0 kins fcindikad. casesece.cguadatae 2,362,836 
ROR RI ee ee ere $662, 
SEND < etedhene -esceteade! waneasse rhuenée von 
I Te OE vas die 0 kina: oi seg ncatse 1,547,804 
—--—— 2,285,704 
Surplus not divided. .. .. .... $77,132 
SIE FOES By SOE Ses cng cet tesesees 30 ase ceubaube 2,798,795 
I os aint oss sh eth Sodas, elas ceoRiesoa en ase vce a 
Less 17.588-shares distributed by vote of board, Sept. 
27, 1883, at the price paid the state.................6. 2,814,080 
Surphus, Bapt, BO, BGS osc dc viinsesccose. cess) sade $61,847 


The President’s report says: ‘* The freight earnings have 
fallen from $4,472,180 in 1883 to $4,090,301 in 1884, and 
the rate per ton per mile from 1.20 to 1.09 cents, a loss of 
$381,878.28. This loss is not occasioned by a decrease in 
the volume of business, for the tons moved one mile show an 
increase of 811,999, but by the greatly reduced rates at 
which the business has been done. The light crops and the 
lighter demand for wheat abroad, together with the opening 
of new avenues to the West, were the occasion for the fierc- 
est competition between many roads reaching the sea- 
board, each tryiug to take from its competitors more than 
its share of business by a cut in rates. There could be but 
one result—wholly unremunerative traffic, dividends melt- 
ing away, interest hardly earned in many cases, and in 
some not even operating expenses, and neither party increas- 
ing its proportion of tonnage materially. : 

“The passenger traffic suffers a loss of $89,325. An opin- 
ion was expressed in the last report that in the absence of 
uny widespread financial disturbance no severe loss in gross 
receipts would result from the very considerable reduction 
in rates of fares ordered to take effect Nov. 1 last. The 
opinion seems to be borne out by the facts, for the whole loss 
comes from receipts from passengers carried to and from 
other roads. 

©“ The revenue from purely local travel shows a gain of 
$1,428, but in order to secure this slight increase in gross 
receipts, the passenger train mileage bas been increased 
124,889, and the number of local passengers carried exceeds 
those carried in 1883 by 890,104. The average fare per 
mile has fallen from 2.08 to 1.91 cents. 

“The gross revenue from all branches of traffic shows a 
loss of $391,162, but the expenses have decreased $373,027, 
so that the net iscome falls short only $18,135. This ex- 
tremely gratifying result has not been obtained at the ex- 
pense of the property, for the permanent way, track, rolling 
stock and buildings are in much better condition than they 
were at the beginning of the year. No charge whatever has 
been made to construction, but items of expenditure, amount- 
ing to more than $300,000, which might properly be placed 
to the debit of that account, have been charged into the cur- 
rent expenses of the year. In fact, it is doubtful whether 
such profits could be made unless all the property of the 
company had been kept in the highest state of efficiency. 

“ The increase in dividends and tixed charges is $140,704, 
which is 8 per cent. dividend on 17.588 shares of stock dis- 
tributed by vote of the directors to stockholders of record 
Sept. 27, 1883. The surplus account, which stood credited 
with $2,798,795, Sept. 30, 1883, now has acredit of $61.- 
847. The stock which was bought of the state at $160 and 
distributed to the stockholders was charged to surplus, aud 
the accumulated profits of the company which heretofore 
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bave been represented by this account and the improve- 
ment fund are now represented by stock bought of the state, 
other than that in the company’s treasury, improvement 
fund and surplus. 

“The trustees of the improvement fund have in their 
hands good, marketable securities amounting, at their par 
value, to $888,911, and they can be sold at the present quota- 
tion for $990,000 in cash, 

“State and municipal taxes paid this year amount to 
$522,850, more than 214 per cent. on the whole capital stock. 
In 1880 the payments on this account were $337,000. 

“Since 1867 the cost per passenger and per ton per mile 
bas decreased from 2.624 to 0.815 cent. 

‘The extraordinary expenses for the year amount to 
$318,036, the principal items being $59,448 for third and 
fourth tracks, $58,367 for interlocking and electric signals, 
$66,523 for new stations at Palmer and South Framingham, 
and $54,796 for new bridges. 

‘* By an agreement between the city of Boston and this 
company the grades of Beacon street and Brookline avenue 
are to be separated. The company is to build the abut- 
ments and place thereon iron bridges to carry the highways 
over the tracks. The city is to build the approaches, pay 
all land damages and assessments of whatever nature aris- 
ing from the change of grade, and to maintain the bridges 
and abutments forever afterward. Work was begun on 
July 15, and at this present writing the work which the 
company is to do at Brookline avenue is completed, the 
abutments at Beacon street are substantially finished, and 
the bridge will probably be in place about the first of De- 
cember. It is doubtful, however, whether either street will 
be open to the public before Spring. 

“The cost of bridges is estimated to be about $62,000, 
and of this sum $54,000 bas been paid and charged into the 
operating expenses of 1884, 

“The third and fourth tracks between the Charles River 
and Boston were completed and put in operation late in the 
fall of 1883. The cost of this improvement has been very 
considerable —about $500,000, Still, the comparative ease 
and cheapness with which the heavy traffic of the east end 
of the line is handled fully warrant the outlay. 

‘“There were built in the shops of the company nine loco- 
motives, 203 merchandise, 10 passenger, one postal and two 
baggage cars, and one dining room car was purchased. 

“ There were 5,299 tons of 72-lb steel rails laid during the 

ear. 
shes The trustees of the improvement fund received from the 
securities held by them $77,777.” 

In accordance with the vote of the stockholders the direc- 
tors have appended to the report the act of the Legislature 
authorizing the consolidation of the Boston & Worcester 
and the Western railroad corporations, the by-laws of the 
company and some other matters which constitute a history 
of the road. 


East Tennessee, Virginia & Georgia. 
At the close of its last fiscal year, June 30, 1884, this com 


pany worked the following lines, owning all of them except 
as noted below: 





Miles. 
242.0 


East Tennessee Division, Br'stol, Tenn.. to Chattanooga. .. 
North Carolina Branch, Morristown, Tenn.,to Unaka.... 43.5 






Obio Branch, Knoxville, Tenn., to Jellico.......... 65.5 
Ooltewah Cut-off, Ooltewah, Tenn., to Cohutta . 11.5 
Alabema Division, Cleveland, Tenn., to Selma, Ala.. 264.0 
Selma, Ala., to Meridian, Miss .................. 113.0 
Atianta Division, Rome, Ga., to Macon ........ .. iste 158.5 
Brunswick Division, Macon, Ga., tv Branswick.... .. 190.0 
Cochran, Ga., to Hawkinsville.... ............ cesses ceee 10.0 
i inks on a nad none nis bbe ko on oh chknsGaieeaniwele 1,098.0 


Of the above road 18 miles of the Meridian Subdivision 
are owned by the Mobile & Ohio Co., but used by the trains 
of this road under acontract with that company. Of the 
Atlanta Division, 17.6 miles operated are the joint property 
of this company and the Georgia Pacific Railroad Co. 

Trains are also run over the Western North Carolina road 
from Unaka to Warm Springs, 6 miles, making a total of 
1,104 miles. 

The company also leases the Memphis & Charleston road, 
with 292 miles owned and 38 leased, but the operations of 
that road are given in a separate report and not included 
here. 

The equipment consists of 166 locomotives: 67 passenger, 
4 sleeping, 15 combination, 3 postal and 32 baggage cars: 
1,903 box, 163 stock, 1,172 coal, 694 flat and 69 caboose 
ears; 1 pay and 2 officers’ cars, 1 derrick, 3 wrecking and 
8 pile driver cars; 136 hand and 200 dump cars and 8 rail- 
road velocipedes. 

The general account is as follows, condensed : 





Common stock ($25.677 per mile)........ SER FES AEE $27,590,000 

Preferred stock ($15.312 per mile).... ....... ...... + 16,500,000 

Income bonds ($15,312 per mile)... «2... eee eee 16,500,000 

Mortgage debt ($24,463 per mile) ..... .............4. 26.200,000 

Car-trust certificates ($527 ver mile) .... ............. 964,211 

Accounts and balances, including July interest........ 1,007 863 
Tobel CSC AIS p00 BRO). .s 0.0080 «00+ scedisepesss es $88,272,074 

Road and equ pment.............. .. ... $86,454,247 

Oe Ea eerreee ipak 999,515 

Stocks and bonds owned...... ... .. .... 247,757 

Miscellaneous assets... .. .............. - 21.587 

Accvunts receivable.................4. -. 266,605 

Ec csacsiecsens->+ isk cavbeeie 282,363 





88,272,074 

The funded debt consists of $311,000 East Tennessee & 
Georgia 6 per cent. bonds ; $147,000 East Tennessee & 
Virginia 6s; $3,123,000 East Tennesssee, Virginia & 
Georgia, first, 7s ; $95,900, second, 4s ; $2,650,000 consoli- 
dated divisional, first, 5s ; $14,674,000 general mortgage 
5s ; $1,000,0-0 Alabama Central 63; $2,000,000 Cincin- 
nati & Georgia 63 ; $1,000,000 car-trust bonds and $1,200,- 
000 debentures. ‘bere are also $16,500,000 income bonds. 
The interest charge, excluding income bonds but including 
debentures, is $1.437,970 yearly. 

The earnings for “one were as below: 





3-84. 1882-83. Ine. or Dec. P.c. 

Freight. .. ..... 5 603,276 I. $240,869 9.3 
Passage........ ’ 5,479 L 131,808 15.6 
Mail and express 153,330 T. 26,289 17.2 
Miscellaneous.. .... . 54,719 D. 2457 4.5 
1 ee eee ee $4,173,263 $3.776,.754 1. $396,509 105 
Expenses..... . ...... 2,473,337 2,383,702 I. 89635 3.8 
liet earnings... . ...$1,699,926 $1,393,052 I. $306,874 22.0 
Gross earn. per mile.. 3,801 3,695 1. 106 2.9 
Net earn. per mile .... 1,548 1,363 I. 185 13.6 
Per cent. of exps 59.26 63.11 D. 3.85 ‘. 


In 1882-83 several of the newer lines, including the Knox- 
ville Branch and part of the Georgia Division, were not 
fully completed or opened until near the end of the year. 

The operating expenses last year were divided as follows: 

Per mile Per rev. 





Amount. of road. train mile 
Conducting trausportation.. $811,699 $710 22.533 cts. 
Motive power.... ........... 734,238 668 338 

Maintenance of cars......... 178,194 162 4942 * 
Maintenance of way .. 554.046 505 15.368 “ 
General expenses..........-.- 195,860 178 5.432 * 
———— 2 - = : 

Total..... "pater . -$2.473,387 $2,254 68.603 éfs. 





The earnings and expenses per revenue train mile were, in 
cents: 








Passenger. Freight. All trains. 

TONGS 555 oc dnch chs’ sthacee 101.492 121 177 114.308 
| ee ey eee 8 . 63.919 71.113 68.603 
Net earnings......... . . 87.573 50.064 45.705 


Locomotive service cost 15.098 cents per milerun. Main- 
tenance of cars cost 0.847 cent per passenger car mile, and 
0.364 cent per freight car mile last year. 

The income account, condensed, is as follows : 




















eee CeO ee IR Sc ndin'sd'n. 0055 Kn cdiccasis $1,699,926 
EY SU ian cciosksisnsaes Sb0zaeseiaectenenenel é 
WD kts cna de baadth<pnnake so Weewhabes on‘ ancakkxte $1,700,314 
Interest and taxes jab nena 1,452,613 
CS eae ee ee 247.701 
Defhelt for previous FOOr 2.0... . kee cc ccccc co ccececs 183,517 
DRM osntks Xin bacdredses 4s, ucdatenkneele $64,184 
Loss on sale of securities, ete.......... .. $1,063,699 
Construction andequipment... .... ...... 3,954,247 
---- 5,017,946 
Balance, excessof payments........ ........... $4,953,762 
Cincinnati & Georgia bonds... .... $2,000,000 
Debentnre bonds... .......... 1,200,000 
Car trust certificates .... Bibew .. 1,564.211 
From all other sources........ ... ... ..... 189,551 
—— $4,953,762 


During the year 3.756 tons of steel rails and 358,629 new 
ties were used for renewals. There are now 603 miles laid 
with steel rails. There were 29%{ miles ballasted, making 
in all 309 miles of road fully ballasted. There were 19 miles 
of new sidings built, making 12724 miles now in use. Exten- 
sive repairs and revewals of bridges, stations and other 
buildings, were made, 

The traffic for tbe year is given below: 

Train miles; 1883-84. 1882-83. 


3 Inc. or Dec. P.c. 
Passerger. ...... 1,258,127 nt ohana =e 











Freight ...... .. 2,347,041 1,962,681 — 
Serv. and swite 1,249,859 919,657 Saat 
WOE ccskes 4,855,027 3,950,60: sll 
Pass. car miles.. 6,397,348 .... ... sees Shes 
Freightearmiles 33,254,274 ......... .. he ae 
Pass. carried.... 971,814 822,932 L 18.2 
Passenger miles. 39,449,294 34,387,197 I. 14.7 
Tons freight crd. _ 1,518,966 1.359.177 I. 12.5 
Ton-miles.... ... 206,806,303 171,817,836 I. 34,988,467 20.4 
Av. train load: 
Passengers, No.. 3L4 322 
Freight, tons.... 88.1 87.6 
Av. rate: 
Per pass. mile... 2.78 cts. 2.80 cts. D. 002ct. 0.7 
Per ton-mile.. . ina” 261 * DBD. 014“ go 


Of the freight car mileage 28.53 per cent. was of empty 
ears. The average passenger journey last year was 40.6 
miles; the average freight haul was 136.1 miles. 

The General Manager’s report says: “It is gratifying to 
find that the expectations of the friends of this road in re» 
spect to the growth of its business have been fully realized 
notwithstanding the unfavorable circumstances under which 
the system of roads had to be operated during last year. Te 
company is largely dependent for its revenue on the move- 
ment of cotton. Last season’s crop was short. Reckless 
competition at Memphis caused such a Jarge reduction in the 
rates from that city that it was deemed best to withdraw 
our line from that market for a considerable period of time 
rather than transport cotton at a loss. From these causes— 
a short crop and reckless competition—resulted a loss to our 
company of 155,714 bales as compared with the movement 
of coiton during the previous year. 

‘* There has been a further reduction in the average rates 
per passenger and per ton per mile of freight earned by the 
company during last year. This company has no control 
over the tariffs of its roads in Georgia and Alabama—the 
rates being prescribed by the respective Railroad Commis- 
sioners of those states, who compel this road to carry many 
articles of freight at less than the actual cost of transporta- 
tion. 

“Owing to delays in the completion of important connec- 
tions, and the suspension of business necessitated by floods 
in the Mississippi Valley, this company did not, during last 
year, derive the full benefits from the construction of its 
new roads. Notwithstanding these disadvantages, there 
bas been a steady and healthy growth ia the company’s 
traffic. * of ° * * 

«Tne shipments of coal from the Onio Branch continue to 
show an increase. The new mines that were opened near 
Newcomb and Jellico are in successful operation, and are 
producing coal of an excellent quality. There were shipped 
from the Ohio Branch during last year, 325,376 tons, in- 
cluding 126,201 tons of company’s coal. The increase in 
the total shipments amounts to 57,866 tons, equal to 20.7 
per cent. The shipment of revenue coal shows an increase 
of 19;714 tons and the revenue an increase of $20,624. 

‘‘The coal mines on the Alabama Division have also in- 
creased their output. Brierfield Mines furnished this com- 

any with 10,533 tons, and Montevallo Mine furnished it 
,.060 during last year. 

**OQwing to over-production and consequent depression of 
the iron industries, the expectation that large coke iron fur- 
naces would be erected on the Alabama Division so soon as 
supply of coke could be secured, has not yet been realized. 
A 100-ton coke iron furnace bas been erected on the main 
line of the road, near Chattanooga, by the Citic> Iron Co., 
and is now in successful operation, giving the company con- 
siderable business. 

‘* There bas been a large increase during the year in the 
shipments of lumber, tan bark, marble, flour, corn, corn- ° 
meual. fertilizers and other articles of freight, while the 
shipments of cotton show a large decrease. 

“In addition to the cost of operating the road there has 
been expended during the year—on account of construc- 
tion, improvements and equipment, $526,594, and on ac- 
count of Car Trust A, $475,215; total, $1,001,809. * * #* 

‘* At the beginniug of the present fiscal year, the com- 
pany had 602.6 miles of steel in its track, 288.4 miles of 
fish-bar iron, and 189 miles of old chair iron. At least 
8,600 tons of steel rails will be required during the present 
fiscal year to keep the track in a safe condition. In view of 
the present iow price of steel rails, even a more rapid dis- 
placement of the old iron rails should he made.” 

The Manager recommends the building of new bridges, 
culverts, freight depots and side tracks, and the completion 
of the terminal facilities at Atlanta and Macon, and says 
that further additions to the company’s equipment will have 
to be made atan early day. He adds: 

“Tt is obvious that the cost of these improvements and 
additions to the property of the company cannot be paid, 
either wholly or in part, out of its net revenues, which are 
only sufficient to meet the payment of interest on its bonded 
debt, the taxes, and the car trust obligations. A special 
fund will therefore have to be provided during the present 
year, to be applied to the payment for such improvements 
as can no longer be deferred. * * * 

** A contract has been made between this company and the 
Kentucky Central, which secures to this system of roads an 
outlet to the Ohio River, via Jellico and Livingston,” 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early info~mation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE EAST TENNESSEE, VIRGINIA & GEORGIA 
RAILROAD. 


Before 1881 the East Tennessee, Virginia & Georgia 
Railroad had a system confined to the valley of Fast 
Tennessee—namely, a road from the Virginia line at 
Bristol, the terminus of what is now the Norfolk & 
Western Railroad, southwest 242 miles to Chattanooga, 
near the point where the line between Georgia and Ala- 
bama meets the south line of Tennessee, and a branch 
of 30 miles from Cleveland to Dalton. It substantially 
owned, also, 45 miles from Morristown to the North 
Carolina line at Paint Rock, and 39} miles from Knox- 
ville northward. At that time the capital stock was 
$1,967,074, the funded debt $4,186,000, and the floating 
debt less than $600,000, though the construction ac- 
count amounted to more than $9,500,000. The yearly 
interest charge was about $283,000, or $1,040 per mile 
of road owned directly, the funded debt being but 
$15,600 per mile. Meanwhile. the net earnings of 
these 272 miles of road had fluctuated during the 
seven years ending with 1880 from $325,000 in 1877 to 
$417,000 in 1874, and $435,000 in 1880. 

Beginning in 1880 the company began to increase its 
mileage largely and its capital account enormously. 
It bought at foreclosure sale the Selma, Rome & Dal- 
ton Railroad, which extended its main line 236 miles 
southwest to Selma, and had been an unprofitable 
property, and it extended this road 93 miles to a junc- 
tion with the Mobile & Ohioin Mississippi. It bought of 
the state of Georgia the 197 miles of the Macon & 
Brunswick Railroad, entirely isolated from its 
system and running at right angles with it, a road 
which had been able to earn little more than its 
working expenses. The Tennessee branches were 
consolidated with the main line and one of 
them extended, and a new road was built from 
Macon through Atlanta to Rome, 158} miles, which 
in connection with the Selma line and the old road 
opened a new route between Atlanta and Chattanooga, 
competing with the state road (Western & Atlantic), 
which had long had a monopoly of the traffic passing 
from the West to the Southeast south of Virginia. 
Finally the Memphis & Charleston Railroad, from 
Chattanooga to Memphis, was leased. Aside from 
the latter, which is worked separately, and whose en- 
tire net earnings are paid as rental, the East Tennes- 
see now works a system of about 1,100 miles of road, 
owning 1,0624 and a half-interest in 174 miles more— 
equivalent to 1,071 miles. Now the gain since 1880, 
neglecting the interest in the Tennessee branches which 
it already owned before 1881, amounts to 799 miles of 








road, The addition to the capital account meanwhile 
was as follows : 


1884, 1880. Increase. 
Common stock............. $27,500,000 $1,967,074 $25,532,926 
Preferred stock............. 16,500,000 ........ 16,500,000 
Income bonds.............. 16,500,000 —........... 16,500,000 
Mortgage bonds. ........... 26.200,000 4,186,000 22,014,000 
BA EE a csascicveses “Sas 564,211 5 anaeaiye 564,211 
ERE eect $87,264,211 $6,153,074 $81,111,137 


Thus the addition of 800 miles of railroad, most of 
it very poor and very cheaply acquired, has been ac- 
companied by the addition of more than $80,000,000 
to capital, or $101,500 per mile of road. The old system, 
with $15,600 of bonds and $7,232 of stock per mile, had 
sometimes been able to pay small dividends; it is 
hardly to be wondered at then that the new system, 
with a capital of $80,009 per mile, and which 
must pay interest on $25,000 of debt per mile, not 
only cannot pay dividends, but that its income bonds 
sell for about 13 per cent. of their face, and the inter- 
est on a large part of its debt has to be borrowed, causing 
its general mortgage 5s to sell at about 52. There is 
scarcely any Southern railroad that can earn interest on 
so swollen a capital, and there could be no hope for this 
company, but that the debt on which interest is obli- 
gatory is comparatively light—about $25,000 per mile. 
The effect of this, however, is to give the control of 
the road to the owners of the stock, whose 
chances of receiving any income are extremely 
remote. The prices last Monday were about 4} for 
the common, and 74 for the preferred, at which the 
whole $44,000,000 of it would cost but $2,306,250, while 
the $16,500,000 of income bonds would pring $2,145,000. 
The ownership of what brings in the market now less 
than $1,160,000 gives control of a property which must 
pay interest on more than $48,000,000 before the people 
in control can get anything, which is represented by a 
nominal capital of $88,000,000, and which earned 
$4,173,000 gross and $1,700,000 net in its last fiscal 
year. 

The people who can be immediately and largely 
benefited by the good management of this com- 
pany are, first, the general mortgage bondholders, 
a part of whose interest had to be borrowed last July, 
as a part will have to be next January. Compara- 
tively little progress will have to be made in order to 
earn their interest, and as soon as that becomes reason- 
ably sure, of course their bonds will be worth much 
more than 52. 

Next to the holders of these bonds ($14,674,000), the 
holders of the $16,500,000 of income bonds are in. 
terested in increasing the company’s profits. Hav- 
ing made sure the interest on the general 5’s, which 
absorbs about $700 of net earnings per mile, every ad- 
dition of $155 of net earnings per mile will pay 1 per 
cent on the incomes. They are entitled to 6 per cent 
before a dividend can be paid, and last year’s net 
earnings will have to be increased more than 60 per 
cent to give them this 6 per cent. Thus, as we said, 
the prospects of the stock are very remote indeed. 

The financing of this company seems to have had 
little regard for its future, but stocks and bonds were 
turned out in the largest quantities the market would 
take at extremely low prices. What was realized 
from them we do not know, butif it was supposed that 
a great nominal capital would increase the market 
valuation of the property the result must be a disap- 
pointment. The market price of the stock and all the 
bonds to-day makes them worth less than $25,000,000, 
or $23,345 per mile. Ifthe company’s capital were but 
$18,000 of bonds and $18,000 of stock per mile (more 
than the Milwaukee & St. Paul’s capital), it would 
probably bring more than that and the company would 
certainly be free from the financial embarrassments 
that trouble it now. 

The company’s system was not complete until the 
latter part of last year, so that comparisons of earn- 
ings, etc., have little value, In spite of the light cot- 
ton crop last year, all but two or three months of its 
last fiscal year (which ends with June) were favorable 
to most Southern railroads, The Louisville & Nash- 
ville, for instance, without change in mileage, earned 
more in every month of that year except July and 
January than inthe previous year, which was the 
most favorable one the Southern roads had ever known. 
A second light cotton cropis making the current fiscal 
year more unfavorable, and in the first four months of 
it the East Tennessee had a decrease of 10 per cent. in 
gross and 24 per cent. in net earnings. Under ordinary 
conditions some growth of earnings is to be expected, 
but growth has always heretofore been slow on most 
Southern roads. The country on their lines has long 
been settled. It has doubtless undeveloped resources, 
but these are known and long have been and have in 
but few instances been opened so as to increase 
the earnings of the railroads rapidly. It seems a pity 
that the project for uniting the East Tennessee, the 
Memphis & Charleston and the Norfolk & Western, 





formed while the latter was still in the Receiver’s 


hands, was not carried out, The roads naturally be- 
long together. The present Atlantic terminus of the 
East Tennessee system at Brunswick, Ga., can receive 
very little of the traffic originating on its lines outside 

of Georgia. The company has, in fact, two systems, 

one from Virginia southwest and one from Bruns- 
wick northwest, whose necessary relations with each 
other can hardly be very close. 








INVESTIGATION OF ACCIDENTS. 





It isa matter for surprise to an observing person, 
that there are so many railroad accidents of which the 
causes are shrouded in mystery, and yet that a careful 
examination into all the circumstances of one by a 
Railroad Commission, Board of Trade, or other inde- 
pendent and disinterested body, almost always arrives 
at a definite conclusion fully explaining why the acci- 
dent occurred, Perhaps the investigations which 
oftenest fail toaccount in a reasonable manner for the 
occurrences which are the subject of inquiry are those 
conducted by coroners with the aid of a jury, 
and those undertaken by the officers of the rail- 
road companies. In the case of the coroners 
the examination is usually under the skillful guid- 
ance of an attorney, who has a theory to be estab- 
lished, and who often arranges the factsin accordance 
with it instead of requiring his theory to conform to 
the facts. It is within the memory of living men 
how, in the case of a great washout, the attorneys 
were so anxious to prove the culvert to have been big 
enough that they established, in the face of the offi- 
cers of the road and of a jury which had passed the 
culvert every day for years, that iis opening was 7 ft, 
in diameter, when in fact it was only 4 ft. 

But the reasons why railroad official investigations 
fail so often are almost as mysterious as the causes of 
the accidents, for surely the superior authorities should 
be anxious to learn all the facts concerning them, so 
as to derive as much benefit in the way of instruction 
as they may, in compensation for the damage which 
the disasters have occasioned. We think that the 
principal reasons are: First, that the higher officials 
are generally remote from the scene of the accident, 
and do not often sée the results for themselves, only 
hearing of such details as may be set down for them 
in a partial report ; or, if they do visit the scene of a 
notable disaster, it is for a few moments only, after 
things may have been somewhat put in order; and, com. 
pelled by more important duties to hurry away, they 
lose sight of the small particulars which might have 
proved full of instruction; and, second, that in 
almost all such events, there are persons concerned 
who do not wish the exact facts or the true 
causes to be known, and who are more active 
to conceal than the investigators are to find out the 
truth. If there exists upon a railroad any esprit de 
corps, it is shown in the reluctance with which every 
employé, below the grade of division superintendent, 
will reveal any circumstance which shows another 
employé to have been at fault. Of course, when the 
fault is plain, so that it cannot be concealed, there 
will be many to prove their zeal by an open denuncia- 
tion of it; but men who are otherwise trustworthy 
will keep the inculpating facts to themselves, when it 
will save their comrades or their subordinates from 
censure. Even the division superintendent would 
prefer to have an accident on his division attributed, 
in the blasphemous language of the law, to an “act 
of God” rather than to a neglect of man; although he 
may not be unwilling to know the truth or to admit 
it when known. 

The late lamented Pinkerton, to whom it had hap- 
pened to inquire into an immense number of accidents 
at misplaced switches, once told us that the employés 
and the officials of the railroads almost always be- 
lieved, or assumed to believe, that such an accident 
on their road was the deliberate work of an out- 
side miscreant; but that he had rarely failed to prove, 
after due investigation, that the fault was in the neg- 
lect of some person whose duty was connected with 
the switch, or that it was faulty in construction or in 
bad order. Indeed, he had almost become convinced, 
by his numerous experiences of this kind, that a switch 
accident could not be due to any but an employé. 

It is probable that there is no officer in charge of the 
affairs of any corporation who does not think it would 
be of value to him to be well informed as to the real 
causes of any accidents which occur upon his line; 
there are doubtless many who think they do arrive at 
them now asa general result, and others who think 
that it is not worth while to incur any expense after 
an accident in inquiring about it: ‘‘ No use to cry for 
spilt milk !” 

We are sure that the confident ones are mistaken 
unless they have taken more than usual pains; and as 





to the expense of more careful inquiries after the 
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facts, of course they must cost something, although | road would have to increase its gross earnings more than 


more in labor and in patience than in money. 

The superior results of investigations carried out by 
the independent bodies of which mention has been 
made have led us to believe that a fairer spirit is nec- 
essary to arrive at the facts than often prevails with 
those who are generally called upon to report them to 
to the manager of a railroad. It has seemed to the 
writer that the better results were due chiefly to 
the entire absence of prejudice or of personal interest 
with which the detective, or the Railroad Commission 
or the Board of Trade inspector could enter upon the 
inquiry ; having also advantages which the railroad 
official has not, as time enough in which to follow 
each indication, freedom from all responsibility as to 
how it may turn out, and no previous acquaintance 
w.th the persons concerned, which would influence 
his judgment. 

Perhaps something like this impartiality might be 
secured for the investigations which are undertaken 
by the railroads for their own information, by the ap- 
pointment of a judge advocate to conduct them, who 
should have no connection with the operating depart- 
ments of the road, and no authority except to summon 
witnesses; with leisure to take as much time as may 
be necessary, and with orders to report ali the facts 
as he finds them, with his conclusions, to the chief 
executive officer of the company. 

There are many other duties which an intelligent 
officer of this kind might attend to in the intervals be- 
tween these examinations, and we conceive that he 
would be of great service to the executive in making 
desirable inquiries upon all sorts of economic ques- 
tions which no chief officer can find time to make for 
himself. 

We do not know of any road which has created an 
office of the kind we have described, yet we think we 
know of many upon which it would be extremely 
useful. 








The New York & New England Railroad. 


The report of the New York & New England Rail- 
road for the last fiscal year, three-fourths of which 
was under the receivership, is largely devoted to dis- 
cussing the financial needs of the company, the causes 
that led to the appointment of the Receiver, and 
the policy of the latter in abandoning part of 
the through traffic and of the coal traffic via New- 
burg. The latter, it is said, was given up because 
it costs more than it comes to. Compared with the 
previous year there was a slight increase in passenger 
traffic, though that interchanged with other railroa ds 
decreased somewhat, and there was a decrease of 1} 
per cent. in passenger earnings. The through freight 
traffic decreased 12} per cent. and the local 1 per cent. 
The latter was only 263 per cent.of the total freight traf- 
fic, but the year before it was only 244 per cent. Yet 
revenue from the local freight was 58 per cent. of the 
total freight earnings last year. Notwithstanding the 
changed policy of the road, which was to abandon the 
unprofitable through freight, the average receipt per 
ton per mile for through freight was less last year 
than the year before—0.806 cents against 0.832, 
and this made the decrease in through freight 
earnings 15 per cent. Altogether there was a decrease 
of $158,839 in freight earnings, and a decrease of $90,- 
521 in freight expenses, so that the net earnings from 
this traffic fell off $68,318, or 18 per cent., about one- 
fifth of which was due to the decrease in local freight. 
Actually then, the profits on through freight appear to 
have been reduced as well as the amount of it. But 
the report says that the freight earnings of the year 
(probably through freight earnings exclusively) were 
diminished more than $50,000 by rebates properly 
chargeable to the previous year. This makes the true 
freight profits almost exactly the same in both years. 

The total income of the road fell off $209,825, and 
the expenses $244,752, so that there was an increase in 
net earnings, small in amount, but a large percent- 
age, for the total was and is extremely small. The 
working expenses absorbed 874 per cent. of the earn- 
ings last year, and 89} the year before. Thus it 
is not small receipts so much as large expenses 
that cause this company’s difficulties. It earned 
$8,731 per mile of road last year, and few ifany of the 
Chicago railroads which pay 7 and 8 per cent. divi- 
dends make as much as that; but it is a hard road to 
work. The average freight train load last year was 
but 122 tons, against 239 on the Erie. A railroad 

-which cannot haul a larger average train load than 
122 tons is not likely to make much out of through 
trunk line traffic in these days. 

Unless the expenses can be reduced, and there is no 
intimation that they can be greatly, it is not easy to 
see how this company can earn its interest. Last year 
this and the rents of other railroads amounted to 
$1,087,000. Now at the present rate of expenses the 


150 per cent. to earn this amount. Doubtless a very 
large addition to traffic could be carried without a 
proportional increase in earnings, but it is difficult to 
see where a very large increase is coming from. 
Through freight may increase rapidly, after a time, 
but that will certainly never yield much margin of 
profit on this road, and a rapid increase of local 
traffic is not to be expected—that is, an increase 
rapid enough to double or treble the net earnings 
within a few years. The coal traffic via Newburg, 
from which so much was expected, has to be carried 
with a very small profit to most places on the road, as 
north-and-south roads can supply junction points by a 
very short haul from the sea, so that an east-and-west 
line has virtually to compete with the vessels. This 
has made the cost of coal so low in many places east 
of Hartford that the New York & New England re- 
fuses to carry from Newburg at a rate low enough 
to compete with the coal from the sea, and prefers 
to get local rates on short hauls from the junction 
points. The inability to make much out of the coal 
traffic is therefore due to the same cause as the 
inability to make much out of the through freight, 
namely, the high cost of working the road. If it 
could haul 400 or 509 tons of coal or grain in a train 
from Newburg east, it might perhaps supply all the 
country on its line with coal at a profitable rate. 








The receivership of the New York & New England 
road has been a sore point with some of the stockhold- 
ers, who seem to have thought that it was directly 
against their interests. But if the statement made by 
Mr. Clark at the annual meeting on Tuesday is cor- 
rect—and there is no reason to doubt its truth—the 

company had reached such a condition a year ago 
that it was no longer possible to operaie the road with- 
out the protection of acourt. It was not a question 
whether the appo intment of a receiver was the best 
thing to be done ; it was the only thing that could be 
done. 

The canvas for votes before the meeting was very 
sharp, and great efforts were made by both parties. 
Contests for the control of a road are usually chiefly a 
question of money, but in this case the fight on both 
sides was conducted not so much by the purchase of 
stock, by appeals tothe smaller stockholders. This was 
successful in bringing out a large vote, and it also 
stirred up some personal feeling, which culminated in 
a very sharp discussion at the meeting. The 
present management was successful by a vote 
of 103,288 shares against 49,975 for the 
opposition. Two or three of its candidates received a 
higher vote, however, Col. French, who served in the 
board Jast year and has been conspicuous for his op- 
position to the Receiver, having run up his vote to 
69,080 shares. 

Mr. Clark set one doubt at rest by the positive state- 
ment that there will be no default on the January 
coupons. The critical point, he says, will come in 
February, when the second-mortgage coupons will 
have been six months in default, and the holders can, 
if they wish, take action for a foreclosure. That they 
willdo something of the kind seems rather to be ex- 
pected. 








The Chicago railroads made a very sharp fight over 
the Missouri River passenger traffic, and there was a 
display of heat in the discussion of it not favorable to 
an early settlement, but an early settlement was made, 
nevertheless, by an agreement entered into last week, 
which we publish in full, which indicates a pur- 
pose to make the business profitable again, 
and seems to have eliminated the chief causes of con- 
troversy. The decision of the Chicago & Alton to 
make permanent rates of $6.50 to St. Louis and $10 to 
Kansas City, has been modified, but the old rates of 
$8.50 and $14.50 has not been restored, but 
the new rates to these places are $7.50 and 
$12.50, while the old rate of $14.50 to Council 
Bluffs is adhered to, the Chicago & Alton not 
being a Council Bluffs line. For through tickets to 
points west of the Missouri reached via Kansas City 
and Council Bluffs both, the lines to Council Bluffs 
will have to accept the Kansas City rate of $12.59. 
The new fares went into effect on Thursday of last week, 
The agreement is carefully drawn, and is intended 
to leave-the different roads free to compete for travel 
under certain restrictions as to the means by which 
they may compete, and it provides machinery for the 
trial, condemnation and punishment of any agent 
violating the agreement, and (which is indispensable 
to the success of such an agreement) it provides an 
officer to hear complaints, examine into them, and see 
that the agreement is faithfully carried out. Transfer- 





able advertising mileage tickets, the excessive issue of 


which was given as the cause of the late trouble, will 
be permitted, but the road issuing them must redeem 
them ata rate higher than that at which or dinary 
mileage tickets are redeemed, which will effectually 
prevent their sale by brokers or otherwise, so as to 
demoralize through rates. The settlement is credit- 
able to those who made it. The continuance of the 
waste by the contest was having a very bad effect on 
the owners of Western railroad property, who were 
beginning to feel that those to whom they had com- 
mitted the charge of their property were neglecting 
their interests and-throwing away their money ina 
contest in which personal feeling played a greater 
part than the interests of the railroads. At this dis- 
tance the most conservative and conciliatory are likely 
to suffer with the most reckless, and there is a 
growing feeling among stockholders that one of the 
most important qualities in a railroad manager or traf- 
fic officer is the disposition and ability to keep the 
peace. 








The grain movement to Northwestern markets dur- 
ing November was heavy. For five years it has been» 
in bushels: 


1830. 1881. 1882. 1883. 184. 
22,180,331 13,614,600 19,954,581 25,573,212 24,206,854 

Thus the receipts this year were 5 per cent, less than 
last year, but were 22 per cent. more than in 1882, 78 
per cent. more than in 1881, and 94 per cent. more 
than in 1880. 

The crop movement to these Northwestern markets 
since July has been: 


1881. 1882. 1883. 1884. 
Flour, bbls... 3,151,452 3,712,681 3,694,366 3,913,658 
Grain, bu..... 99,619,419 99,622,486 129,220,469 129,316,587 
Total, bu...113,800,953 116,329,550 145,845,116 146,928,048 
Thus, the Northwestern grain movement this year 


was about $ per cent. more this year than last, 26 per 
cent. more than in 1882, and 29 per cent. more than in 
i881. 

This has been the case in spite of a very light corn 
movement this year, as follows: 


188}. 1882. 1883, 1884. 

Corn receipts.... 54,280,799 24,475,217 44,203,899 31,659,503 

The movement in 1881 was not abnormally large, 
but in fact was reduced by the crop failure that year , 
which caused farmers to withhold more than usual of 
the large surplus on hand from the crop of 1880. The 
movement was light last year, but it was 28 per cent. 
less this year. 

The great figures of this year are due to an alto- 


gether unprecedented wheat movement, which has 
been: 

Bushels: 1881. 1882. 1883. 1884. 
Wheat alone......22.801,769 45,129,511 43,106,119 59,969,696 


Wheat and flour. .36,983,303 61,836,575 59,730,766 77,581,157 

The receipts of wheat and flour this year are not 
only larger than in any other year, but are also a 
larger proportion of the total Northwestern crop than 
in any other year of large production. The increase 
over last year is 30 per cent.; over 1882 (when the crop 
in the West was larger than this year), 25 per cent.; 
and over 188i, when the crop was exceptionally bad, 
111 per cent. 

There can be no question, therefore, that great prog- 
ress has beer made by the farmers in marketing this 
year's large wheat crop. The movement to the Atlan- 
tic ports has not nearly kept pace with it, and the 
exports have been comparatively small, there being 
large accumulations at the Western and Eastern 
elevators. The stimulus to trade caused by a large 
crop is felt, however, as soon as the farmer has sold it 
—sometimes before—and we now know pretty well 
what this year’s great wheat crop can do for us. 








The receipts of grain at the Atlantic ports since 
August this year have been exceptionally small, 
while the receipts at Northwestern markets have been 
exceptionally large. For the last four years the re- 
ceipts of the Atiantic ports, including flour, for the 
three months ending with November have been : 

1881. 1882. 1883. 1884. 
75,252,025 81,694,284 81,846,465 81,363,668 

Thus the Atlantic receipts were a trifle less this year 
than last year or the year before, and but 8 per cent. 
more than in 1881. Since 1881 the increase in North- 
western receipts has been 33,000,000 bushels; in At- 
lantic receipts only 6,000,000. 

During November the Atlantic receipts of grain 
alone have been: 





Year. Bushels. | Year. Bushels. 
ate aie 20,223,580 | 1881................15,652,229 
-”"20'769.630 | 1882............006 17,341,566 

ce "22" 486,264 | 1883.. ............. 13,750.449 
DUB kas cccndeacoacay 27,450,050 | 1884........ 0.062008 16,890,986 





Thus, though the receipts for the month compare 
well with those of the corresponding month since 
1880, and are 23 per cent. more than last year, 
they are very much less than in any of the four 





years previous to 1881, and no less than 10,560,- 
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000 bushels (88 per cent.) less than in 1880, The 
receipts compare better in November than in the 
other fall months. For September and October they 
were : 

1881 1882. 1883. 1884. 
44,290,261 43,839,999 48,665,111 43,086,839 

Thus there was a decrease of 5,585,000 bushels (114 
per cent.) in these two months, while we have an in- 
crease of 8 140,000 (223 per cent.) in November. This 
may indicate a free winter movement, but it is by no 
means conclusive. 








There is a fair prospect of a heavy winter move- 
ment of grain and flour to the seaboard. In spite of 
the low prices, the wheat has been and is being mar- 
keted very freely, as we have shown elsewhere, and 
the accumulations at Western markets are now the 
largest ever known. The total visible supply at the 
close of navigation was 39,000,000 bushels, against 
33,000,000 last year, and 20,000,000 in 1882, but the 
stock at New York harbor was but 2,618,000 bushels 
more than last year. The stock of corn is decidedly 
small, both at Western and Eastern markets— 
at New York only about half-a-million bushels, 
against 3,088,000 last year, and 1,193,000 in 
1882. Thus there is a small supply where 
the corn is consumed, and an enormous crop 
just about ready to go to market. The price is low 
enough to permit a large domestic and foreign demand; 
it has not been so low before since September, 1879. 
It has been surmised that the low price will lead the 
farmers to keep back their corn. They doubtless will 
keep back a great deal, and will have a large stock on 
hand next fall when the crop of that year ripens ; but 
they can do that, and fatten all the stock there is, 
and yet send to market an enormously greater 
quantity than in any of the last three years of 
light corn crops. There is about 250,000,000 
bushels more corn this year than last, and the 
increase in value for feeding is probably as much as 
350,000,000 bushels. If the farmers positively will not 
sell it at current prices, a very large amount can be 
marketed at a higher price; but actually the low price 
is caused by their readiness to sell at current prices. 
The grain is hardly fit to ship yet, but it has begun to 
come forward in quantities which ure very large for 
the season. Whether the movement will continue 
long after the close of navigation remains to be proved, 
but so far the corn receipts have gone on increasing, 
and the wheat receipts have been very large. Prices 
are so low that it will probably not be advisable to 
make the rate higher than the 25-cent rate 
now ruling, though this is lower than any 
regular winter rate ever made. The Western 
elevators are already so well filled that noth- 
ing like the present movement to Chicago, St 
Louis, etc., can continue long without a large move- 
ment to the East. This may be large without great 
exports, as it has been for three winters past, but 
large exports of corn seem probable. A reduction ‘in 
the ordmary winter rates, for long distances west of 
Chicago, is called for and will be advisable, probably; 
for with current prices and the ordinary rates there 
is very little left for the corn-grower at places far 
west of the Missouri. It is, ind: ed, hardly probab!e 
that corn can be grown there for an Eastern 
market under ordinary circumstances. The pro- 
duction of it has been encouraged because the 
prices of the last three years, and especially of 
last year, made it profitable. But these were un 
usually high prices, which are not Jikely to occur 
when the country east of the Mississippi has a fair 
crop. Under ordinary circumstances, that is, with 
average prices for corn, Kansas and Nebraska will 
probably have to provide stock to consume at home 
pretty much all the corn they can produce, and leave 
it to states further east tc grow corn for shipment 
But the actualstate of things finds the Kans:s and 
Nebraska farmers with great crops of corn, not stock 
enough to consume it, and prices hardly more than 
enough to pay for carrying the corn to an Eastern or 
foreign market. Under these circumstances it may 
be best for the railroads to accept less than a fair price 
for carrying this grain. 








The two Massachusetts railroads which compete to 
any extent for through business, the Boston & Albany 
and the Fitchburg, make a very fair showing for the 
year ending Sept. 30, considering the low rates and 
the smaller volume of traftic which have affected the 
general railroad system. 

The decreases in their earnings and expenses com- 
pared with the previous year were: 


—B. & A—— —Fitchburg.— 
f Amount. P.c. Amount. Pc. 
Gees: OATMIOEE .....oosccecssees $456.5 67 5.6 $47,335 if] 
ASRS Oe 373,077 6.1 56.536 
pO SE a 83,940 45 


The gross and net earnings of the Boston & Alban 
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were last year nearly three times as great as those of 
the Fitchburg, which has but 106 miles of main line to 
the 201 of the Boston & Albany. Its decreases were at 
a lesser rate than those of the Boston & Albany. 

The Fitchburg road has now become a real com- 
petitor with the Boston & Albany for through busi- 
ness to Boston, and with fair rates and a prvuper 
terminal allowance, even with its shorter haul, will 
be able to do that branch of its business with some 
profit, while its local traftic must constantly increase 
with the general prosperity of the country. It is its 
large local traftic which makes the Boston & Albany 
profitable. 

The following tigures show to what extent the 
Fitchburg competes with the Boston & Albany in the 
transportation of breadstuffs. For the year ending 
Sept. 30 the total receipts of flour and grain at Boston 
and the receipts by each of these roads were : 








Total. By B. & 4. By Fitchburg. 
A ree 3,705,513 1,718,633 1,514,586 
» i” Ri ee 1,804,302 747.090 8 iti 
oe errr 5,225,305 
Pee 2,456,878 





Total, bu 16,173,031 14,659,241 

The withdrawal of the New York & New England 
Railroad from competition for the through freight has 
forced the Eric to turn over to the Hoosac Tunnel route 
(including the Fitchburg) the New England ship- 
ments, which the year before were divided between 
the two routes, to the advantage of the Fitchburg 
Railroad, so far as bulk of traffic is concerned-—-per- 
haps not greatly to the advantage of its net earnings 
last year. The table above shows that the percentages 
of the total Boston receipts of the above commodities 
brought by each road were: 


... 34,403,792 


Flour. Wheat, Corn. Oats Total. 
Re 41.4 51.5 42.6 47.0 


Boston & Albany .. 2 
i, . - 40.9 467 38.2 54.2 42.9 


Fitchburg...... 

Thus the Fitchburg was not much behind its great 
rival, and even brought to Boston more wheat and 
oats than the Boston & Albany. The Fitchburg is 
virtually the outlet of two great trunk lines, the 
Grand Trunk and the Erie, and the Boston & Albany 
of but one. Indeed, now the Fitchburg serves a 
third also, the West Shore, but that road could not 
give it much during the last year. 








The statistics gathered by Bradstreets’ of this year’s 
cotton crop, based on reports from 1,485 correspon- 
dents in 641 of the 650 counties which had over 500 
acres planted, indicate a production of 5,418,000 bales, 
which is less than in any other year since 1878, the 
crops of the six previous years having been : 


1878. 1879. 1880. 1881. 1882. 1883. 
5,073,531 5,757,397 6,389,329 5,435,835 6,992,234 5,713,000 


crop to be a little more than last year, instead of 5 per 
cent. less, as Bradstreet’s makes it; but the Depart- 
ment is often far out of the way with its cotton esti- 
mates, last year, for instance, estimating the crop to 
be 6,000,000 bales, which turned out to be 5,713,000. It 
really seems that the increase in cotton production, 
which was very rapid from 1876 to 1880, has now 
ceased. 
four years from 1873 to 1876. This is shown by the 
acreage betterthan by the production. The increase 
in acreage has been very little, if any, since 1881. 

There has been no other great growth in agricul- 
culture in the South recently, though much more 
grain is sown and planted than before 1882; but prob- 
ably there was more in 1882 than there has been since. 
The conclusion from this is that for a few years past 
the agricultural interests of the South have not made 
much progress. 











The cotton movement this crop-year so far has been 
the largest on record, though the crop is below the 
average. The Department of Agriculture estimates 
that it is a Jittle Jarger than the crop of 1883, which 
was one-fifth or more less than the great crop of 1882. 
There seldom has been a crop gathered so early. This 
is due largely to the same causes that reduced the 
yield—that is, a long summer drought so nearly 
killed the plants that there was little or no ‘top 
crop’—that is, the bolls which grow and open during 
the fall months, the product of the latest flowering at 
the green extremities of the plant. The weather 
was very favorable for picking, and recent reports 
are that nearly all has been picked and three-fourths 
of the crop marketed. Ordinarily, picking is not 
finished till Christmas, and the marketing may be 
further delayed, if the planter is not satisfied with 
the market price and is able to hold. This year the 
price is (now) slightly less than last year and slightly 
more than in 1882, but as last year was not generaily 
a profitable one to the planters they are more in debt 
than in some other seasons and less able to hold for 
better prices. It is important to bear in mind that the 
crop has now been mostly marketed and that the 


There was a period of no growth also in the | 
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carriers have so far had a_ heavier trattic from 


cotton than ever before. That, in spite of this, 
the railroads in the cotton states generally 
have had a_ considerable decrease in earnings, 


this fall, must therefore be due to something else 
than a short cotton crop. It is probably due to a reduc- 
tion in general tratiic caused by economies forced by two 
successive crops which were less profitable than usual, 
together with the lessened industrial activity which 
affects the Southern railroads to some extent, though 
not so much as most Northern roads, because 
manufactures yield a much smaller proportion of 
the total traffic in the South than in the 
North. In comparing the prospects of Southern 
with those of Northern railroads it is necessary to bear 
these facts in mind : first, that in the North the rail- 
roads have the benefit of a great increase in farm pro- 
duction over last year, but not in the South ; second, 
that the depression in industries other than agricul- 
tural reduces earnings much more in the North than 
in the South. Thus in each section the railroads have 
their special disadvantage this year. Possibly these 
may balance each other, so that the losses will be 
similar North and South. 





The fallacy of the percentage of expenses as a cri- 
terion of economy in working is well illustrated when 
we examine the earnings and expenses of a railroad 
for successive months, as also the fact that additions 
to traftic can be carried with a comparatively small 
addition to expenses, though in the latter we shall be 
very much mistaken if we assume that the expendi- 
tures actually made during a month of exceptionally 
heavy traffic cover the whole of the expenses caused 
by and properly chargeable to the traffic of that 
month. 

The Chicago, Burlington & Quincy last January 
earned $1,648,705, and expended for working $1,012,705. 
In September its traftic yielded $1,058,890 more earn- 
ings, with an addition of only $109,081 to the ex- 
peuses. In January the working expenses were 61.4 
per cent of the earnings ; in September, 41.4 per cent. 
The management, of course, was the same throughout. 
Months of exceptionally large earnings are likely to 
be months of exceptionally small expenditures for 
maintenance ; for the reason that months of large 
earnings are months of large traffic, when all rolling 
stock is kept moving, so far as possible, and trains 


are in the way of track renewals more than 
usual. And _ railroad managers always’ aim 


to prepare for this heavy traftic by getting 
everything in order before it begins, so that, though 


the wear is greater in these months, fewer repairs o¢ 
The Department of Agriculture has estimated the} 


an important kind become necessary then. Last year 
the Chicago, Burlington & Quincy earned $1,824,705 
in July and $2,909.165 in September; but its car repairs 
cost $121,747 in July and but $91,297 in September, 
and its locomotive repairs $82,426 in July and $76,024 
in September. Repairs of track were enormously 
greater in September, but this was probably an ex: 
ception, not dueto making exceptionally large renew: 
als i1 that month. 





Mr. R. F. Stevens, ina letter published in another 
column, shows that by far the larger part of the rail- 
road property in New Jersey is leased by corporations 
of other states, and that the organizations of the lessor 
corporations have very little money at their command. 
He complains that these lessor corporations have no 
adequate means of ascertaining whether the prop- 
erties which they have leased are adequately main- 
tained or are wasted by the lessees, having no audi- 
torscr inspectors to examine the accounts and inven- 
tory the properties, and notmoney enough to employ 
any. It was certainly gross neglect to execute a lease 
on terms which do not protect the lessor from a waste 
of the leased property, but we are not able to see why 
lessors have any right to call on the New Jersey Legis- 
lature to do for them what they have neglected to do 
for themselves. That the Legislature authorized the 
company to make such aleaseas it wished to make 
does notrender the Legislature responsible for the pro. 
tection of that property, otherwise than for the pro- 
tection of allother property. We all of us have to 
take care of our own property, and if we make an im- 
provident lease of a piece of ground or other property. 
we suffer the consequences. Nor are the stockholders 
of the leased New Jersey railroads quite helpless. 
While their companies have no means provided by the 
terms of the leases for an audit and an inventory, there 
is nothing to prevent their stockholders raising money 
among themselves for these purposes. It does not 
look well for holders of United New Jersey stock, re- 
ceiving 10 percent. yearly on their holdings, to call on 
the state to do a work for their individual protection 
which they have neglected to do for themselves. 

That a board of assessors, to assess the value of rail- 
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road property, should know something about railroad 
property and the means of ascertaining its value is of 
course true; but we all know that knowledge which 
enables one to perform the duties of an office does not 
commonly go far in securing an appointment. That 
is one more reason why stockholders should not de. 
pend on the state to protect their interests, but should 
choose their own agents for that purpose. 





The New York Central & Hudson River Railroad 
Company has made public, as we go to press, only 
the figures for the total earnings and expenses for the 
year ending Sept. 30, and the general balance sheet. 
The gross and net earnings and working expenses re- 
ported for the last two years are: 

















1883-84. 1882-83. Decrease. P.c. 

Gross earnings... ....$25,148,€69 $33,770,722 $5,622,053 16.6 
Expenses........ .... 17,849,313 20,750,594 2,901,281 14.0 
Net earnings ...... $20,299,356 $13,020,128 $2,720,772 21.0 
Interest, rent, etc..... 5,630,596 5,692,972 62,437 1.1 
Balance....... ..... $4,668,790 7,327,156 2,658,396 36.3 
Per share. ....... .. $5.22 $8.19 i ae 


The dividends actually paid within the fiscal year 
were $8 both years, the first dividend, paid in October, 
properly coming from the profits of the previous fiscal 
year. 

The figures here given do not enable us to see how 
much passenger and freight earnings decreased, nor, 
what is especially important, in what items of ex- 
penses the great savings were effected. 

The decrease in earnings is nearly twice as 
great as on the Erie, and so was the decrease 
in expenses and net earnings. The _ balance 
sheet shows an increase of about $1,115,000 in 
cash on hand and of $960,000 in balances receivable 
from agents, etc., and a decrease of $256,000 in the 
stock and bonds of other companies held and of $441,- 
000 in supplies on hand. In liabilities there is an in. 
crease of $6,500,000 in the funded debt, and a de- 
crease of $1,895,000 in the unfunded debt, while the 
credit balance was reduced $3,324,000. 

The reports previousiy made for the first three 
quarters of the year enable us to ascertain the earn- 
ings and expenses for the quarter ending with Sep- 
tember, as follows : 


Gross earn. Exoensrs. 


Net earn. Charges Profit. 
$7,162,879 $4,716,363 


$2,446,516 $1,445,566 990,920 

The gross earnings in this quarter were about 
$800,000 more than in the previous quarter, $450,000 
more than in the quarter to March 31, and $751,000 
less than in the quarter previous to Dec. 31, which is 
usually the most productive quarter. The expenses 
also were much larger ($500,000 more) than in either 
of the two quarters preceding, and even a little larger 
than in the October-December quarter. The net earn- 
ings and profits per share in thesuccessive quarters 
were : 





-———— — -—_—-Three a = to aaa 
. 31. March 31. e 30 Sept. 20. 
Net earnings ...$° ts 32 "2 {329 2,491, fae Py 128, 813 $2 446, 416 
Profit per share. $2.05 $i $0.82 “$1. 12 


Thus the profits were less in be last quarter than in 
any other except the June quarter, and much less than 
the dividends of $1.50 per share per quarter that have 
been declared. 

The present quarter should be the one of largest 
profits, but it has been much more unfavorable than 
last year in many particulars, especially in the reduc- 
tion of the local passenger: rates one-half. 





The November earnings so far reported with few 
exceptions are less than last year. The North- 
ern Pacific, which bad had a gain every month 
but one from year previous, shows a _ decrease 
of 12} per cent. in what should have been a good 
month, as it is the last in which (usually) there are 
large wheat shipments from its lire, and there must 
have been very much more than last grown this year 
on its line. It wes a month when the earnings 
for carrying construction materials could hardly have 
been large last year, as they had been down to Octec. 
ber. The deciease, coming just before the opening of the 
new line to Oregon, is more discouraging than it would 
be otherwise. The earnings usually fall off rapidly after 
November, The Mani oba has a small gain in No- 
vember. The Northwestern has a decrease of $404,- 
900—17 per cent., and more than in any pre- 
vious month. The St. Paul & Omaha has a decrease 
of 74 per cent.—or little less in amount than in Octo- 
ber, but more than in any other month. The Milwau- 
kee &St. Paul had a decrease of 8 per cent., while it had 
a slight gain in Octoberand a smaller loss in September, 
and gains in August and July. The Burlington, Cedar 
Rapids & Northern had a larger decrease than in any 
other month. The Central Pacific’s decrease was 14} 
per cent.—less than in October, but more than in pre- 
vious months since interrupted by floods in June. It 
now reports through and local earnings separately, 
and it appears that last month the decrease in 
local was less than 7 per cent, and in through 





33 per cent. The St. Louis & San Francisco, which 
had been making very large gains previous, in 
November had a very small one, but this is sufficiently 
accounted for by the fact that its November earnings 
were extraordinarily large last year—20 per cent. more 
than in 1882, and more than in any previous month of 
its history. 

It appears then that generally November was rather 
more unfavorable for Western railroads than the other 
fall months. Last year, however, they nearly all made 
gains, so that the comparison with 1882 is not so un- 
favorable. 








October Earnings of the Chicago, Burlington & 
Quincy. 

The Chicago, Burlington & Quincy report of earnings in 
October is very decidedly a favorable one. In this year o 
almost universal large decreases by railroads west of 
Chicago, it shows the insignificant falling cff of $58,882, or 
2 per cent., and this decrease is after a very large increase 
last year, when the October carnings were larger than ever 
before. The working expenses having been increased con- 
siderably and being much above the average last October, 
the decrease in net earnings is considerable ; yet these are 
very much larger than in any year previous to 1883, 

nd much larger than in any other month of this year 
except September. The latter is usually tbe month of 
largest gross earnings on this railroad. Last year the 
decrease from September to October was $166,685; this 
year it was but $23,513. There have been but three months 
in the previous bistory of the road when the earnings of last 
October were equaled. 

The mileage worked (approximate), gross and net earn- 
ings, and working expenses in October for six successive 
years have been : 


Gross Net 
Year. Miles. earpings. Expenses. earnings. 
_ .., SEER ee 2,597 $1.709,932 .086 1.063, 
BY is ecnoseeken 2.7 1,934,762 780,560 1,154,202 
_ Saree 3,168 2,031,001 898.277 =—-1, 132,724 
ETE FRE 3.230 = -2,270.444 963,387 = 1,307,057 
1883... . 3,26 2,742,480 1,115,246 =: 1.627,234 
Eee eee 3,380 2.83, 597 =—-:1,177,661 1,505,936 


The increases and decreases compared with last year and 
1882 were : 


Gross 
1882 : earnings. 
Tern Dec. oo = nae 062.41. 415 sae 598 
PU s  Sc0es: cose 2% p. c. 516 p. ¢ 7% p. c. 
1883 : 
DIB 5 sis sete usin Ine. om. 53 Inc. $214,274 Inc. $198,879 
a eee 8 p. c. 22% p.c. 154% p.e 


If we have adecrease of 71g per cent. from the extraor 
dinary net earnings of last year, we should not forget that 
we have a gain of 15 per cent. over the net earnings of 1882: 
which were much larger than ever before, though mean- 
while the increase in m:leage has been only 5 per cent. The 
company suffered from the Missouri River passenger and 
lumber rate war in Oct_ber, but not to the same extent as 
in November. October, too, was a month of light corn 
movement ; but the heavy corn and hog movement, which 
affords this road more traffic than any other, and for a year 
must be much greater than for three years previous, did 
not fairly begin until nearly the end of November this 
year. 

For the ten months nding with October the gross and 
net earnings and working expenses of this road bave been, 
for five successive years: 





Year. Gross coreiaw. Expenses. Net earnings. 
$17,064.6 $7.823.286 $9,241,329 

17,454 3 8.790.182 8 664.650 

x 17,324, 322 9,033,139 8.291.184 
on OE er 21,376, 617 0,706,793 10,669,884 
eee 21,189,422 16,967,383 10,222,039 


Compared with last year the changes are : 
Gross earnings. 
ine boon 00 


Amount...... Dec. $187,255 
Per cent...... 0.9 
The changes are not considerable, bet the addition of the 
small increase in expenses to the very small decrease in re- 
ceipts makes an appreciable decrease of the net earnings, 
equal to about 60 cents per share of the company’s stock. 
We have sa id that the October statment is exceptionally 


Net earnings. 
Dec. ate 





favorable. Letus compare its decrease in gross earnings 
with those of other important railr oads west of Chicago. 
Amount. Per cent. 
Chicago, bai & Quincy... — $58,883 
Chicago & Northwestern y 11.9 
Chi., Mil. & St. Paul ........... + 7,872 0.3 
Chic., St. P., Mino. & Omaha........... . — 49,164 7.3 
Illinois Central in Iowa............... ++. — 33,542 15.9 
Burlington Cedar =o B® HOP... 000. — 25.506 8.3 
NER CR od. coe xcheksnerks sos ccbbars —398,663 13.0 


Thus all the others had a  etuee percentage of decrease 
in earnings than the Chicago, Burlington & Quincy, except 
the Milwaukee & St. Paul. 








The Massachusetts Commissioner’s Selection of 
Car-Couplers. 


The Massachusetts Railroad Commissioners, acting under 
the new law of their state requiring railroad companies to 
use ‘‘ safety couplers” on freight cars after next February, 
and providing for an examination of such couplers by the 
Commissioners previously, baveclosed their tests, and have 
announced that the couplers to be used hereafter should he 
one of the following: ; 

The United States automatic coupler (link and piu). 

The Ames automatic car-coupler, being the coupler pat- 
ented by Gilman H. Ames (hook-link). 

The Janney car-coupler for freight cars (hook). 

The Hilliard automatic freight coupler (ho>k). 

The Cowell freight coupler (hook). 

Of these the Ames is already used extensively on the Bos- 





ton & Albany, and is said to be favored by the companies of 
the Vanderbiltsystem as their uniform coupler. The United 
States is used on the Concord Railruad and to some extent 
in Massachusetts. The others have not been much used in 
Massachusetts. The Janney is much used on the Pennsy!- 
vania Railroad system, which interchanges chiefly with the 
New York & New England Railroad in Massachusetts, 

Four of the selected couplers, the Ames, Cowell, Janney 
and United States have been already illustrated and described 
in these pages.* The relation between the couplers recom- 
mended by the Master Car-Builders’ Association at Saratoga, 
and those approved by the Massachusetts Commissioners, 
are clearly shown in the re table : 





sop 











rin. 
* | pgp 
9 | 6 Railroad 
f| NAME OF COUPLER. - g 5 using Class of Coupler. 
: Bm 
e 
23 
” 
pT ee Pe Yes Yes Yes B & & A. A. \Fixed link ard fixed pin. x 
eine PTE Yes Del. & H. Loose liok and fixed pin. 
Conway Ball......./ Yes \Loose lick and fixed piv. 
CGE 02 sesccncee Yes Yes F.& P.M. Couple ina vertical plane. 
ee |S Erie. Loose link and fixed pin. 
Hill ard.... has Yes Yes Hook. 
Janney..... . Yes Yes C ,B&Q. Couple ina vertical plane. 
Mitchell.... . Yes *ixed link and fixed pin. 
eer Yes Eastern. Loose liuk and fixed pin. 
Uuited States...... Yes Yes Concord. Loose link end fixed pin. 


Wilson Walker +... Yes! Fixed link and fixed pin. 


The Savannah, Florida & Western Railwoy } bas published 
a report of the first annual inspection of its track. This 
report, in 34 pages of printed blanks bound together, gives 
marks indicating the quality of the track for each mile, 
section and division in the 510 miles of line. The marking 
in this inspection was under the following six heads—line, 
surface, level, frogs, switches, etc., drainage und policing; 
the mark for the highest condition in each was 10, making 
60 represent perfection in all points. A committee of two 
was appointed to mark for each of the six heads. The report 
shows that the committees found four miles in perfect line 
and one mile in perfect level. 

The advantages of such inspections are s> evident that it 
seems surprising that only the minority of the roads have 
them. But five of those that do have them, we believe, 
attempt to mark every mile separately, which certainly 
seems much the fairest way, as it requires closer attention 
and a more frequent exercise of judgment, so as to result 
ina fairer average. Each section at least should be marked, 
both as a matter of justice to the section foremen, on whom 
primarily depends the condition of the track, and as a basis 
for a fairer average mark for the condition of a division. 
Even this is not always done, but a mark is given only for 
the condition of an entire division, which makes it exceed- 
ingly difficult for any one to form a correct judgment, espe- 
cially if the attention has been distracted meantime by 
attempting to watch every detail of the track instead of a 
single one only. The possibility of unfairness inseparable 
from any form of merely ocular inspection then is greatly 
increased. 








The Baltimore & Obio, Missouri Pacific and some other 
lines have experienced some trouble from bad welds in the 
frames of their Consolidation engines. We understand that 
no welds exist in the frames of some engines now building 
for the former road at the Pittsburgh Locomotive Works, 
the frames complete being cut out of a solid slab or plate 
rolled specially for the purpose, being wide enough to take 
the extreme depth of the pedestal jaws and top barof the 
frame. 

If a stout steel plate, say 244 in. thick, 30 in. deep, and 25 
ft. lovg, can be procured ata reasonable price, it might be 
used to make a strong and durable frame. A great deal of 
metal would have to be cut away, and would be lost unless 
it could be drawn down and utilized for some of the more 
important rods, links, and pins about the engine. On the 
other hand, no smithwork would be required, and as steel 
plates can be rolled of a very even thicknes: and to a fine 


‘+ | surface, no planing would be requisite, and some saving 


would be effected in the drilling, though a large amount of 
Slotting would be necessary. The experiment seems worth 
tryivg. As the strains on loromotive frames are not applied 
very suddenly, tolerably bard steel might be used with ad- 
vantage, as the surfaces of the pedestal jaws would better 
stand the battering of the wearing pieces, and the whole 
frame would be stiffer and less liable to distortion when the 
engine was working hard. 








The number of bogs packed in the West continues to be 
unusually small. In November, the first month of the win- 
ter season, 950,467 were packed at 14 places which last year 
in the same month packed 1,186,779, a decreasa of 20 per 
cent. Warm weather anda desire to keep the hogs until 
they are as heavy as cheap corn can make them, are doubt- 
less chief causes of the reduction ; but another and an un- 
surmountable obstacle to an increase is, if the estimates of 
the Department of Agriculture can be trusted, an actual 
reduction in the pumber of bogs of age for fattening, which 
it found quite large in all the great hog-growing states ex- 
cept Kansas and Nebraska. But there will be more doing 
when the weather gets cold doubtless, and a ——— 


*Sept. 26, 1 
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with last year of weights will be more favorable than a 
comparison of numbers. 








Chicago rail shipments eastward for the weeks endin$ 
Nov. 29 and Dee, 6 for four years bave been, in tons: 


1881. 1882. 1883. 1884. 
NOV. 20... .cccccccccsccccccece 46,954 46,538 67,492 49,494 
Dec. 6 . cccccccsccee evcves 48,957 50,933 54,632 50,504 


These were in both weeks less this year than last. The 
great decrease last year in the first week of December was 
due to an advance in rates. The close of navigation, Nov. 
80, seems to have had no effect on shipments this year, but 
the recent restoration of rates tended to check shipments 
somewhat, doubtless. 

For six successive weeks the shipments have been, in tons, 
and the percentages by the several railroads : 













————_— Week ending —-—_———-—— 
Z = Zz Zz Z = 
2 2 Se 2  §$ 
= - oe RY ‘8 - 
Tons: : : : : 7 
WIOGE. cic scactnccn 6,943 7,899 9,465 11,999 10,820 9,928 
Grain .. ... 31,370 31,419 37,819 32,530 25,174 29.656 
Provisions. . 82 8,262 10,272 12,560 13,500 10,980 
TOUDM vic ss ken ese 47,137 47,580 47,548 57,089 49,494 50,564 
Per cent.; 
Cc. & Grand T. .. 6.9 8.7 5.5 4.8 8.4 13.7 
Mich. Cen .. 23.1 22.6 27.4 27.6 27.3 158 
Lake Shore.. 14.3 20.2 17.4 20.4 20.4 11.4 
Nickel Plate 7.7 8.5 12.4 16.0 14.6 13.5 
Fr. Wayne.. 13.4 9.1 11.4 11.0 9.7 18.0 
C., St. L. & P.. 13.4 8.4 7.7 7.5 4.4 9.2 
salt. & Ohio. .... 8.5 4.4 5.7 4.7 3.2 6.8 
C, & Atlantic..... 12.7 18.1 12.5 8.0 12.0 11.6 
TOG vin ccain cas 100.0 100.0 100.0 100.0 100.0 100.0 


The great changes in the percentages last week indicate 
that rates have actually been restored. The Chicago & 
Grand Truok, so long far behind, bas something like its 
proper share. The Michigan Central and the Lake Shore, 
which for several weeks had been taking from 43 to 48 per 
cent. of the total shipments, took only 27.2, and the Penn. 
sylvania roads, which had been far behind, came forward. 
The two Pennsylvania roads took more than one-half of the 
provision shipments, but only one-fifth of the grain ard only 
18 percent. of the flour. The Chicago & Grand Trunk carried 
16 per cent. of the provisions and grain, but only 4.3 per 
cent. of the flour. The Michigan Central had 30,3 per cent. 
of the flour and the Chicago & Atlantic 29.3. The only road 
with a suspiciously large percentage is the Nickel Plate, 
which carried 18.3 per cent. of the grain. 








The new corn has certainly begun to move. The receipts 
at the Northwestern markets, which under the stimulus of 
the September corner rose above 2,000,000 bushels a week, 
and afterwards fell to an average of about 1,100,000 until 
after the middle of November, last week were aboutas large 
asin any week of the September corner. They have been 
in bushels, for five weeks, last week being subject to some 
correction: 








icccssueniasasasiiemetiamated Week ding 3 
Nov. 8. Nov. 15. Nov. 22. Vv. 29. Dec. 6. 
1,064,784 1,149,062 1,768,834 2,137,737 2,350,000 


These are large receipts for the season, and as the wheat 
receipts remain large (though less than they were a little 
earlier), they make the grain receipts at the Northwestern 
markets very large for the season. 








Record of New Railroad Construction. 





Information of the laying of track on new railroads is 
given in the present number of the Railroad Gazette as 
follows : 

Chicago, St. Paul, Minneapolis & Omaha.—The Pipestone 
Branch is extended from Woodstock, Minn., west to Pipe- 
stone, 11 miles. 

Galveston, Sabine & St, Louis.—Extended from Wilkins, 
Tex., south to Tatum Summit, 5 miles. Gauge, 3 ft. 

Houston, East d& West Texas.—Track laid from Shreve- 
port, La., southwest 6 miles. Gauge, 3 ft. 

Minneapolis & St, Louis.—The Cannon Valley Division is 
extended from Waterville, Minn., west to near Mankato, 20 
miles. 

Northern Pacific.—Track on the Cascade Division is ex- 
tended from Horse Shoe Bend, Wash. Ter., west to Satas 
Creek, 35 miles. 

Pennsylvanta.—The Lewisburg & Tyrone Branch is ex- 
tended from Rising Springs, Pa., west by south to Oak 
Hall, 13 miles, 

Shell Beach.—Extended from Reggio, La., east to Shell 
Beach, 7 miles, completing the road. 

South Florida.—Track is laid on the Bartow Branch from 
Bartow Junction, Fla., south 9 miles. 

West Virginia Central & Pittsburgh.—Extended from 
Fairfax, W. Va., southwest to Davis, 11 miles. 

This is a total of 117 miles of new railroad, making 
8,626 miles reported to date for the current year. The total 
track reported laid to the corresponding date for 18 years 
past is as follows : 


Miles. Miles. 
WB. viieciaxadencdestncdax NE int eavoldadseree acne 1,994 
REE 0 7a ere 2,283 
Si dee sttitinwtbedveivesd NC £2 os.s-5 20 bnnsncges sone 1,264 
ere Rc anh da chdinde eecate one 1,808 
Sere cie--., SO es 3,606 
na OO ne EN MA Pe 3,5 DNLGEU Execcalicetucceus 7,065 
pe Seen ee 2,243 


These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 





NEW PUBLICATIONS. 
Report of the Proceedings of the Eighteenth Annual Con- 


vention of the Master Car-Builders’ Association, held in 
Saratoga, N. Y., June 10, 11 and 12, 1884. 


This report has been issued this year with a purple cover 
and with 216 pages of reading matter and 12 folded 


plates. Last year’s report had (181 pages and 6 
folded plates. Mr. Forney’s paper on “The Relation 
of Railroad Wheels and Rails to Kach Other,” occupies 
84 pages, and accounts for the greater size of the report this 
year compared with that of last year. This paper has 
already been published in these columns, and was com- 
mented on last week in an editorial. It discusses a subject 
of very great importance to railroad companies, and there 
seems to be the very best reasons for believing that, if the 
conclusions and recommendations of that paper were 
adopted, the endurance of both wheels and rails would be 
very much increased and the number of one class of acci- 
dents diminished. 

The report contains some new features which appear for 
the first time in this number. A list of names and the 
amount of dues paid by each during the year is given on 
pages 9-12. This makes it possible for any member to tell 
whether the amount he paid was credited to the Association, 
and is a very effectual check on the person who collects the 
money. Another list is given showing how the members 
voted by letter ballot on four questions submitted to them. 
This feature has been adopted in order to insure a fair count 
of the ballots 

The following are the questions which were submitted for 
decision by letter ballot : 

‘* 1. Are you in favor of the adoption as a standard of the 
proposed changes in the dimensions of dead-blocks described 
in the circular herewith ? 

‘*2. Are you in favor of the adoption as a standard of the 
te, oar changes in the dimensions of the Master Car- 

uilders’ standard axle described in the circular herewith ? 

“3. Are you in favor of the adoption as a standard of the 

roposed system of iettering and numbering cars in ‘ Fast 
‘reight Line” service described in the circular herewith ? 

‘*4. Are you iv favor of the adoption as a standard.of the 
proposed system of lettering and numbering all box cars not 
in “ Fast Freight Line” service described in the circular 
herewith ?” 

All of them were decided affirmatively, excepting the 
fourth, which did not secure the required two-thirds vote, 
and therefore the system of lettering and numbering all box 
cars not in ‘‘ Fast Freight Line” service which was proposed; 
was not adopted. 

From the list of voters it will be seen that only 83 mem-_ 
bers out of a total of 195 voted, although the only trouble 
involved in doing so was to write the word ‘‘ Yes” or ‘‘ No” 
after each question on the back of a postal card, which was 
sent ready addressed to the Secretary, and then to mail the 
card. Of the voters, 32 were representative members and 
51 active members. As there are 66 representative mem- 
bers on the list and 129 active members, it follows that 
almost exactly half of the representatives voted, whereas of 
the active members only 40 per cent. exercised that privi- 
lege. This does not indicate a very absorbing interest in the 
proceedings on the part of the members. 

Perhaps the most important business transacted at the 
last convention was the revision of the standards which 
have heretofore been recommended by the Association. A 
committee had been appointed the year before, and this 
committee made its report at the last convention. All the 
recommendations of this committee were adopted, excepting 
the one with reference to the standard height for draw- 
bars. This height, 2 ft. 9 in. from the tops of rails to the 
centre of the draw-bar, the committee recommended should 
be measured when the car “ is loaded to its full capacity.” 
The height the Association decided should be measured 
‘“* when the car is empty.” 

A complete and corrected list of the standards which the 
Association has thus far adopted is given, commencing on 
page 166 of the report. Until recently it has been impos- 
sible to tell what the standards were which the Association 
had adopted, as they were never brought together in one 
list. When this was done it was found that some of the 
standards of the Association were not consistent with 
others, and that there were errors and discrepancies 
which needed correction. These corrections have been made, 
and now for the first time there is a list of standards which 
is consistent with itself and is correct. An explanatory cir- 
cular has been sent out to members with the annual report, 
calling attention to the corrections, and asking members, 
who think they are using the standards, to compare their 
practice with the descriptions in the revised list, which they 
should lose no time in doing. 








The Elements of Railroading. 
(Copyright 1884 by the Railroad Gazette.) 








V.—SHOPS, ENGINE HOUSES. 

The best location for the machine shops for repairs of 
locomotives, upon a road less than two hundred miles long, 
is at one of the termini; upon a longer road, they should be 
placed as near the middle asmay be; upon a very long road 
with branches, as near the centre of traffic as may be ; 
always supposing that a sufficiently large tract of nearly 
level ground can there be obtained upon which to place 
them. It would be wiser to pay a large sum for a suitable 
area, well situated, than to accept another unsuitable,or one 
not well situated, for nothing. Generally, however, 
the erection of shops is regarded as of s0 
much advantage to any town or neighborhood that the nec- 
essary land will readily be given by its citizens to secure 
them. If near to a city of from ten to fifty thousand in- 
habitants, not in it, but so near that the workmen and their 
families can easily go to the town “‘ to trade,” it will be an 
advantage. Itisa very common mistake to take too little 
land, even by donation, at first, and afterwards to pay for 
additions much more than the entire area finally acquired 
would have cost in the beginning, because of the euhanced 





value of property due tothe shops. This increase in the 





value of adjoining lands may be certainly counted upon, and 
ought to be availed of by any railway company which pays 
for the land used for its shops by buying the adjacent 
ground to be sold or leased to employés and others. 

The area required for the buildings and yards about 
them will vary inevery instance with the particular road 
for which they are designed ; but from an examination of 
the grounds occupied by similar establishments already 
erected, and observing that they are almost always in need 
of more room, a liberal mind may arriye at an approxima- 
tion to the probable requirements. It is better to err, in a 
matter of so much importance, upon the safe side, and to be 
sure of enough. 

It is much more economical for any road to have one 
grand machine shop, at which all the principal work of 
construction and of heavy repairs shall be done 
than several smaller ones. The best and cheapest 
work is done by costly special machinery, which ought 
to be provided for any great establishment, but cannot be 
afforded for several shops; such machines are generally 
capable of doing all the work that could be required of them 
for the largest road, and need not be duplicated if the im- 
portant repairs are concentrated at one place. The number 
of high-priced men to be employed is lessened by having the 
work which requires the best skill and superintendence all 
executed at one shop ; and this wiil also assist much in secur- 
ing uniformity and interchangeability of parts in engines 
and cars. Small adjuncts at engine-houses, fitted with a 
forge, drill, lathe and small planer, are necessary, of course, 
and are not referred to here in speaking of shops. 

The shops for the construction and repairs of cars should 
be at one of the termini, ona short road; and at both of 
them and in the middle upon a longer road; it is convenient 
and economical to associate one of them with the principal 
machine shop, if not upon a very large scale: if it is to be a 
great shop, it will require a separate outfit of tools anda 
special staff of foremen, so that there will be no advantage 
in such a connection. Usually only one of the car shops need 
be upon a grand scale; but cars are less substantially built 
than locomotives and are very much more numerous, there 
is therefore a necessity for more shops in which to repair 
cars than for repairing engines. 

The cost of buildings of equal character is somewhat in 
proportion to their cubic contents. In disregard of this fact, 
many shops have been built with high roofs and with trusses 
of wide span, involving not only useless cost but other dis- 
advantages without corresponding gain. Shops built with 
walls high enough for the uses which they are to serve, with 
low roofs, as flat as may be, say with a slope of 1 in 12, car- 
ried by light trusses of short span, supported by posts, are 
in every respect the best as well as the cheapest. They are 
more easily warmed and ventilated; they can be better 
lighted; the shafting may be more readily suspended; the 
posts are a positive convenience for the attachment of 
cranes, tool racks, etc. When it is desirable to use travel- 
ing cranes, as it is in erecting shops and others, a clerestory 
can be carried up on the posts for their accommodation. 

It is best to make the walls of brick and the posts and 
roof trusses of iron; if the roofs are covered with tarred 
felt and gravel, or something equivalent, and if the plank- 
ing of the roof is whitewashed upon the inside, the buildings 
will be almost fire proof ; and the roofs will be much more 
accessible in case of fire than those with high trusses are. 

The low roofs are convenient, if built with a due amount 
of strength, for the attachment of a light hoisting appa- 
ratus at any point desired; such are required over every 
engine pit and are usefnl at all tools where heavy parts are 
handled. <A skylight can be inserted at any place where 
one is wanted, to the great saving of artificial light, in the 
course of a year; and the intensity of the illumination from 
a skylight low down is immensely greater than from one 
high up. If€ walls are of brick it is best to make them 
hollow, with a 2-in. space in them, well bonded ; which 
excludes cold and damp, costs little or nothing except over- 
sight during construction, and saves fuel permanently. 
Insert windows everywhere that it is possible, high as the 
walls, wide as the panels—in the doors and over them, if 
necessary to insure abundant light, always indispensable to 
good or rapid work. Where brick and iron are not avail- 
able, or would be too costly, wooden buildings, with the 
same general features which have been described, are 
recommended. ; 

All shops require a firm floor, which, over such large 
spaces, must rest upon the ground. Wooden floors perish 
rapidly, requiring constant renewal, to the great interrup- 
tion of work and at considerable cost. It is better to use 
some of the many forms of mineral pavement, such as 
asphalt on concrete, or blocks of asphalt, which are whole 
some, easily cleaned, durable, and easily repaired when in- 
jured. Being impervious to damp, such floors are better 
than any other kind when laid on the earth, regard being 
had to the health of the workmen, which is likely to suffer 
from damp or decaying wood ; and, with such floors, other 
foundations are not required for ordinary tools ; a block of 
wood or metal under each foot, to give a broader bearing 
upon the asphalt, is sufficient. 

The only proper mode of heating shops is by steam-pipes; 
carried in accessible trenches lined with masonry and cov- 
ered by iron gratings; the pipe smay, without loss, be car- 
ried upon the walls; the otheris the better way, unless the 
trenches are likely to be wet; yet there is no objection to 
the use of the trenches for draining off clean water if it does 
not touch the pipes. Excellent radiators for steam heating 
may be made from old boiler tubes which are unfit to use in 
boilers, and are cheaper, for those who have the old tubes on 
hand, than any other kind. 

One of the most important of all shops for a railroad com- 
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pany is a good foundry, fitted to make every casting that 
can be required, from the largest to the smallest. It need 
not necessarily be a very large foundry, but it should not be 
a very small one, and it should have all the best appliances of 
cupolas, cranes and ovens. It will generally be found profi- 
table for the foundry to make castings enough to at least 
consume the scrap iron which is accumulated by the com- 
pany; it can always be run at a profit, if reasonably well 
managed, and it maintains a wholesome check upon the 
foundries from which supplies are purchased; yet, perhaps, 
the greatest advantage to be derived from it lies in the 
quickness with which important castings can be furnished to 
the several departments of the road when a sudden break- 
age occurs, sometimes saving great delays, which may be 
costly and are proverbially dangerous. Indeed, most expe- 
rienced men will agree that a good foundry is the greatest 
convenience which can be mentioned. 

It is not intended here to enter into minute details cun- 
cerning the interior fittings of shops, for they would vary 
much according to circumstances, but a few things deserve 
mention which have a general application. It is better to 
drive the main line of shafting directly from the engine 
than to use a belt between the engine and shafting. This of 
course compels the use of an engine without a driving pul- 
ley, and there are many suitable varieties of such manufac- 
tured. 

It is preferable to suspend the shafting, both main and 
counters, by iron hangers, as may be done from the roof 
trusses, if low as described, rather than to encumber the 
space with the masses of timber which have commonly been 
used. This arrangement is safer against fire, does not accu- 
mulate grease or dust and does not obstruct the light as the 
timber does. 

Tracks of standard gauge should pass through or close to 
all the sbops or departments of each shop, to admit of un- 
loading heavy machinery and supplies as near to the places 
where they are to be set up or used as may be. Tracks of 
the same gauge or narrower should connect all the large 
and small shops, with turn-tables at all intersections, so as 
to admit of carrying everything from any one poiut in 
the whole system to any other point, on a larry, with- 
out unloading. The relative positions of the several 
shops towards each other should be studied, with a view to 
make the journeys of the things which go from one to the 
other shop as short as possible ; and also to work through 
any shop from one end toward the other, where successive 
operations are required on the same material; this is 
especially important in car shops, but should be had in view 
in ail shops. Grinding machines, wood-planing machines, 
and such others as create objectionable noise or dust, should 
be apart from the main shops, in separate rooms. Hot and 
cold water with set-basins should be provided in sufficient 
numbers and convenient for the workmen to wash easily and 
rapidly. Good water-closets, self-operating, well warmed 
in cold weather, and so connected with the shops that the 
men need not go into the cold to reach them, should be 
attached in proper number to each shop. They will require 
an attendant, who may also do sweeping and other chores. 

Shops and wash-rooms and water-closets should all be well 
ventilated, which can be accomplished, with hardly any ex- 
pense, by carrying up flues in the piers and walls with open- 
ings into the rooms near the floors, and occasionally also 
near the roofs. These flues become frequently of great con- 
venience, when there is occasion to set up a stove or a hand 
forge, temporarily, in an unexpected place. Probably there 
is nothing so important and which costs so little, which has 
also been so much neglected in buildings of all kinds, as the 
provision of flues for ventilation. Large shops should have 
suitable ventilators also in the roofs; but they will not 
be allowed to be open much in winter. There is a 
common opinion that bigh roofs and lofty rooms are more 
easily ventilated than low ones, which is contrary to the 
facts, for ventilation is accomplished by establishing cur- 
rents of different temperatures. This is more readily ef- 
fected in a small space than in a greater. A large .passen- 
ger shed presents a good example of the difficulty of ven- 
tilating wide and high spaces, if the persistency with which 
any smoke from enginesfremains in it is observed. 

Almost all lifting about shops which requires more than 
the strength of one man should be done by cranes or hoists, 
for the interest on the cost of such will not usually amount 
to another man’s wages; where machinery and shafting are 
already in motion, it requires generally no addition to the 
existing engine or boiler power to do all the hoisting that 
can be needed. The most convenient of all means of reach- 
ing distant points, or those which are not easily accessible 
by shafting, is by bydraulic pipes, which can be carried 
anywhere, if protected from frost. Hydraulic machinery 
is now made for performing almost every kind of work; 
and hydraulic cranes are among the most convenient of all 
tools. When a hoist is needed in the vicinity of a boiler, a 
direct-acting steam cylinder is often the cheapest form to 
employ. 

Engine houses, with walls, roofs and floors of the same 
type as the buildings for shops which have been described, 
will be very satisfactory. They will be very much warmer 
and freer from smoke than the high-roofed buildings. The 
engines should run into them from the turn-table with the 
smoke-stack first; this brings the forward part of the engines 
near the windows, and, in the round-house, which is the 
best and only convenient form of engine shed, the engines 
will thus be where the tracks are widest apart and where 
there will be the most room for working at any repairs. The 
smoke-pipes, which should always be immediately over the 
smoke-stacks of the engines, will then be at the rear of the 
building; and, on account of ventilation and for conven- 





ience in draining, it is best to make this the higher 
part of the roof, with the inclination toward the doors. 
As the arc of the circle at the front of a round-house is very 
much shorter than the arc which bounds it at the rear, it will 
require much less in length of eave troughs to provide suit- 
able for the discharge of the water in front than at the rear. 
Everything which is of iron which comes in contact 
with the smoke from coal-burning engines, if not kept 
thoroughly protected by paint, will be rapidly consumed by 
oxidation ; therefore iron smoke-pipes upon engine houses 
are quickly destroyed. Suitable pipes of terra cotta may 
now be obtained and should be preferred. A pit is required 
under the engine at each stall of a properly constructed engine- 
house, for convenience in repairs and cleaning. The bottoms 
of these have heen usually built concave, as the pits also 
serve to discharge the water into when the boilers are 
cleaned or blown out; consequently the wiper has generally 
stood in a pool, more or less deep, of water, It is better to 
make the bottoms convex, with narrow channels at each 
side, so that the wiper may go dry shod. These pits should 
discharge into a drain carried along their ends nearest the 
turn-table, where it will be the shortest. This drain should 
receive the water from the roof, and if its walls are carried 
up to the level of the floor, and it is covered over suitably, 
as with an iron grating, it is the most convenient mode of 
providing an accessible trench or culvert in woich to carry 
the main water and steam pipes, from which to lead other 
pipes into the engine pits, supplying water to the 
tenders and for washing out or filling boilers, and 
steam for the heating of the engine house. When the 
radiators are arranged along the sides of the engine pits, the 
rising beat is brought to bear most effectually in the winter 
upon the icy-coated parts of the machinery, enabling the 
wipers to get to work effectively npon a newly arrived en- 
gine in the shortest space of time; and by having the whole 
system of pipes arranged in this way, over drains, the small 
leaks which are apt to occur at joints and valves do no 
harm, nor do they keep the floor wet, as when they are 
carried above it. Catch-basins and settling basins, easily 
reached for frequent cleaning, should be arranged where 
the pits discharge into the trench which carries the pipes, 
and again where this trench discharges into any sewer, for 
there is nothing so likely to become choked by waste, rags, 
and all otber substances which can interrupt a drain, as the 
sewer from an engine house. The wholesystem of pipes, for 
steam, for water, for drainage and for gas, at engine houses 
and shops, is likely to be tapped continually at new points, 
to provide for new conveniences ; itis therefore unwise to 
put the pipes under floors, or in any place where they will 
not be easily accessible. 

The form and size of the ground, on which the round-house 
must be placed, frequently limits the distance at which its 
may stand from the turntable; it is preferable to have space 
enough between the front of the ‘house and the edge of the 
turn-table for the longest engiue to stand; it is in favor of a 
much distance here as may be, that the longer the radius 
which describes the front wall, the shorter, for a house of 
equal depth, will the rear wall be. The depth of an engine 
house, to be comfortable in use, should be at least 10 ft. 
greater than the length of the longest engine likely to enter 
it. The locomotives have grown in length, slowly but con- 
stantly, from the beginning until now; it may be presumed 
they will continue to do so; on this account the depth of the 
round-houses should be made rather too great for present 
needs, and the same reasons apply to the construction of the 
turn-tables, which should be of sufficient diameter to accom- 
modate engines somewhat longer than are now in use. 

The doors of engine bouses should be provided with glazed 
sashes, to light the buildings in winter when they are closed 
Cast-iron sashes have been found to bear the rough usage 
which such large doors frequently suffer from better than 
any others; they assist in stiffening the frames of the 
doors. Cast-iron binges, made like strap hinges, and so 
proportioned that they will not be too strong near the edges 
of the doors, but will break off when an engine tries to run 
out of the bouse before the doors are opened, are better on 
this account than wrought-iron ones; for these will assist 
the engine to tear down the front of the house; the cast-iron 
ones will allow the door to be carried away without further 
injury, if properly made. 

Probably no one would now build a wooden turn-table, 
although it is but a few years since they were common 
enough. Wrought-iron tables, of sufficient strength, are 
doubtless the best of any, if kept well painted; if they are 
to be neglected, cast-iron ones are better. Almost all 
wrought-iron tables are deficient in stiffness. They should 
be made heavier, and it is better tospecify the dimensions of 
the parts for a builder, as for a bridge; they will rarely be 
satisfactory if bought, as many are, without other specifica. 
tions than the length of the girders and the depth of the pit. 
Yet, however good the turn-table itself may be, it will not 
turn an engine satisfactorily if the foundations of the cen- 
tre and of the circular track are not perfectly unyielding; 
they must be of good masonry, extending below the frost 
and well drained; the circular track must lie perfectly level- 

CHARLES PAINE. 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 
Boston & Albany, annual meeting, at the Meionaon in 
Boston, at 11 a. m., Feb. 11, 1885. 
Central, of ia, annual meeting, at the Banking 
House in Savannah, Ga., at 10 a. m., on Dec. 17. 





Gragee & California, special meeting, in Portland, Or., 
Dec. 22. 


Philadelphia & Reading, annual meeting, at the office in 
Philadelphia, Jan. 12, 1885. The registry of stock closed 


Oct. 12. 
Dividends. 

Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Boston & Lowell, 3 per cent., semi-annual, payable Jan. 
1-,to stockholders of record on Dec. 15. 

Lehigh Valley, 2 per cent., quarterly, payable Jan. 15, to 
Foe net seed on Dee. 18. ; bi 

issouri Pacific, 1% per cent., quarter! able Jan. 2. 

Transfer books close Dec. 20. be siete 

Morris & Essex (leased to Delaware, Lackawanna & 
Western), 34¢ per cent., semi-annual, payable Jan. 2. Trans- 
fer books closed Dec. 10.. 

New York Central & Hudson River, 11% per cent., 
quarterly, payable Jan. 15. Transfer books close Dec. 15. 

New York & Harlem (leased to New York Central & 
Hudson River), 4 per cent., semi-annual, payable Jan. 2. 

Philadelphia, Wilmington & Baltimore, 4 per cent., 
—— payable Jan. 2, to stockholders of record on 

Cc, 12, 

Western Union Telegraph, 114 per cent., quarterly, pay- 
able Jan. 15. Transfer books close Dec. 20. The company 
drops from 1% to 144 per cent., as expected. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech 
nical societies will be beld as follows: 

The Master Car-Builders’ Club will bold regular meetings 
at its rooms, No. 113 Liberty street, New York, on the even- 
iug of the third Thursday in each month. The next regular 
— will be on Thursday, Dec. 18. 

The New England Railroad Club will hold its regular 
meetings at its rooms in tbe Boston & Albany station in 
Boston, on the evening of the third Wednesday in each 
month. The next meeting will be held Wednesday, Dec. 17. 

The Western Railway Club will bold regular meetings at 
its rooms, No. 103 Adams street, Chicago, on the third 
Wednesday in each month. The next meeting will be beld 
Wednesday, Dec. 17. 


New England Railroad Club. 


The next regular meeting of this club will be held at the 
rooms in the Boston & Albany station in Boston at 7.30 
p. m. on Wednesday, Dec. 17. 

Subject for Discussion.—‘* What journal bearing gives 
the best results in use on Railroad Rolling Stock, both for 
Locomotives and Cars ? 

“Do the properties composing the bearing have any appre- 
ciable influence in preventing hot boxes ?” ; 

Master mechanics and master car-builders are requested 
to present at this meeting any revords they may have of the 
service of journal bearings on their roads. Interested par- 
ties are cordially invited to be present. 








ELECTIONS AND APPOINTMENTS. 


Baltimore & Philadelphia.—This company (owned by the 
Baltimore & Ohio) has elected James B. Washington Presi- 
dent; Samuel Spencer, Vice-President; John C. Fano, Secre- 
tary: W. H. Ijams, Treasurer: W. F. Thelin, Auditor; Brad- 
ford Dunham, General Manager. 


Boston & Albany.—On Dec. 1, Mr. A. S. Hanson was ap- 
pointed General Passenger Agent for this company. with 
headquarters at 232 Washington street, Boston. He will 
have entire charge of the through competitive business, 
including the advertising, payment of commissions and out- 
side agencies. All reports and divisions between connecting 
lines and this company should be made to J. M. Griggs, 
General Ticket Agent, Springfield, as heretofore. 


Boston & Maine.—Mr. Lucius Tuttle (heretofore General 
Passenger Agent of the Eastern road) is appointed Assistant 
to the General Manager. Mr. Wm. F. Berry (General 
Freight Agent of the Eastern road) is appointed Assistant 
General Freight Agent. Mr. Wm. Smith (late Master Me- 
chanic) is appointed Superintendent of Motive Power. 

The following appointments of division suverintendents 
are announced: Western Division (Boston & Maine and 
branches), Wm. Merritt, Jr., Boston; Eastern Division 
(Eastern Railroad and branches), Daniel W. Sanborn, Bos- 
ton. Northern Division (Portsmouth to Conway and 
branches), John W. Sanborn, Wolfboro Junction, N. H. 

At the annual meeting in Lawrence, Mass., Dec. 10, the 
following directors were chosen, the number being increased 
by vote from 9 to 10: Joseph 8. Ricker, Deering, Me.; 
Amos Paul, South Newmarket, N. H.; Wm.S. Stevens, 
Dover, N. H.; Frank Jones, Portsmouth, N. H.; Nathaniel 
G. White, Lawrence, Mass.; J. R. Nichols, Haverhill, Mass. ; 
George C. Lord, Newton, Mass.; Samuel C. Lawrence, Mil- 
ford, Mass.; Nathaniel J. Bradlee, Richard Olney, Boston. 
The new directors, who enter the board as representatives 
of the leased Eastern Railroad, are Messrs. Jones, Lawrence 
and Olney; they replace Nathaniel W. Farwell and Jobn 
Felt Osgood. 


Cleveland & Marietta —Mr. Wm. Quinn has been ap- 
pointed Train-master in place of T. C. Clark, resigned. 
Mr. L. C. Bartley bas been appointed Chief Operator. 


Eastern.—At the annual meeting in Boston, Dac. 10, 
the following directors were elected: Frank Jones, Samuel 
C. Lawrence, George S. Morrison, Richard Olney, Javob 
C. Rogers, Arthur S2well, Francis J. Amory, Thomas W. 
Hyde and Charles Houghton. They were the old board. 


Erie & Pacific Dispatch.—Mr. T. A. Lewis is appointed 
Manager of this line, the South Shore Line and the Great 
Western Dispatch in place of H. R. Duval, resigned. Mr. 
Lewis has been Assistant Manager for some years past. 


Evansville & Terre Haute.—Mr. A. Steen has been ap- 
pointed Assistant Auditor in place of E. B. Morgan, re- 
sigued. 

Florida Railway & Navigation Co.—E. R. Reynolds is 
now Secretary and Treasurer of this company, with office 
at 35 Wall street, New York. 


Georgia Pacific.—At the recent annual meeting in Bir- 
mingham, Ala., the following directors were chosen: John 
W. Johnston, W. P. Clyde, W. G. Oakman, A. S. Buford, 
Joseph Bryan, Bernard Peyton, I. Y. Sage, E. M. Tutwiler, 
L. D. Aylett. The b re-elected the old officers as fol- 
lows: Jobn W. Johnston, President; A. B. Johnston, Secre- 
tary; W. G. Oakman, Treasurer. 


Gulf, Colorado & Santa Fe.—Mr. James Steere has been 
appointed General Agent of the fast freight depart- 
ment of this company for North Texas, with headquarters 
at Dallas, Texas. 


Illinois Central.—Mr. W. B. McKenna has been ap- 
pointed Master Mechanic of the Louisiana Division, with 
headquarters at McComb City, Miss., to succeed F. W. Ba- 
ker, resigned. 


Indiana, Alabama & Texas.—The officers of this com- 








pany are: President, E. C. Gordon ; General Manager, 
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Charles G. Smith ; Engineer, C. W. Richardson. Headquar- 
ters, Clarksville, Tennessee. 


Knox & Lincoln.—At the annual meeting, Dec. 3, the fol- 
lowiug directors were chosen: T. W. Hyde, Jobn R. Kelley, 
J. G. Richardson, Bath, Me.; Henry Ingalls. Wiscasset, Me. ; 
Edwiv Flye, Newcastle, Me.; E. O. Clark, Waldoboro, Me. ; 
E. K. O’Brien, Thomaston, Me.; D. W. Chapman, Damaris- 
cotta, Me.; J. T. Berry, Francis Cobb, G. W. Kimball, Rock- 
land, Maine. 


Lackawanna & Pittsburgh.—Mr. George W. Chapman, of 
Angelica, N. Y., has been appointed Receiver of this road, 
on application of the creditors. 


Little Rock, Pine Bluff & White River.—Mr. C. M. Neal, 
of Pine Bluff, Ark., is President of the new company. 


Milford, Franklin, Providence & Hopkinton.—The office 
of Auditor has been made vacant by the resignation of 

W. Young. All communications pertaining to the 
accounting department will be addressed to W. W. 
Jenckes, Superintendent, Milford, Mass., until furtber 
notice. 


Milford & Woonsocket.—Mr. W. W. Jenckes has been 
appointed Superintendent of this company. vice : 
Logee, resigned. All communications pertaining to the 
Transportation and-Traffic departments will be addressed to 
Mr. Jenckes, at Milford, Mass. 

Mr. Jenckes is also Superintendent of the Milford, Frank- 
lin & Providence and Hopkinton roads. 


Missouri River Passenger Association.—Mr. J. H. Hiland 
(formerly of the Chicago, St. Paul, Minneapolis & Omaha) 
has accepted the position of Arbitrator of this new associa- 
tion. 





New Haven & Derby.—The new board has re-slectzd the 
former officers: Joel A. Sperry, President; Charles L. Eng- 
lish, Vice-President; Francis E. MHarrison, Secretary; 
Charles Atwater, Treasurer. 


New Orleans & Northeastern.—At the annual meeting in 
New Orleans, Dec. 1, the following directors were chosen: 
Henry Abraham, Jules Aldige. Robert Mott, Joseph N. 
Oglesby, New Orleans; Frank 8. Bond, D. Graff, Isaac P. 
Martin, Otto Piock, Charles Scheff, New York. The board 
elected Frank S. Bond. President; Charles Scheff, Vice- 
President ; John Glynn, Jr., Secretary; F. Hahn, Treasurer, 
Mr. Bond succeeds Mr. John Scott as director and Presi- 
dent. 


New York, Lake Erie & Western.—The title of Mr. Charles 
Latimer, Chief Engineer of the leased New York, Pennsy]- 
vauia & Ohio road, will bereafter be Eugiveer of Mainten- 
ance of way. He will continues in charge of the road de- 
partment of that line as heretofore. : 


New York & New England.—At the annual meeting in 
Boston, Dee. 9, the following directors werechosen: Wm. 
T. Hart, Francis L. Higginson, Eustace C. Fitz, Stanton 
Blake, Wm. A. Tower, Boston; Charles P. Clark, Newton, 
Mass; George M. Rice, Worcester, Mass; Jesse Metcalf, 
Providence, R. I.; W. F. Sayles, Pawtucket, R. I.; George 
M. Landers, New Britain, Conn.; Frederick J. Kingsbury, 
Waterbury, Conn.; George G. Haven, Wm. Seward Webb, 
Robert C. Martin, Cyrus W. Field, Chester Griswold, Rus- 
sell Sage, Wm. B. Dinsmore, A. J. Leith, New York. The 
new directors are Messrs. Leith, Dinsmore and Tower, who 
— Charles G. Francklyn, H. C. Robinson and Jonas W. 

rench. 


New York, Providence & Boston.—At the annual meeting 
in Providence, Dec. 10, the following directors were «:hosen: 
Robert Knight, Providence, R. 1; Henry Howard, Cov- 
entry, R. 1; Nathan F. Dixon, Westerly, R. I.; Henry C. 
Robinson, Hartford, Conn.; D. S. Babcock, Samuel D. Bab- 
cock, Wm. P. Dixon, J, Boorman Johnston, George M. 
Miller, New York. 


Ohio & Mississippi.—Mr. H. E. Averill bas been appointed 
Auditor in place of Andrew Donald-on, resigned. 


Pennsylvania.—The following appointments ond transfers 
of division superintendents are announced: W. N. Bannard, 
Superintendent Amboy Division, in place of Isaac 8. Bucke- 
lew, deceased; James Reed, Superintendent Schuy)kill Di- 
vision (the new line to Reading), in place of W. N. Bannard, 
transferred; J. B. Hutchinson, Superintendent Altoona Di- 
vision, ia place of J. Reed, transferred; Wilson Brown, 
Superintendenvt Frederick Division, in place of J. B. Hutch- 
inson, transferred. 

The following appointments and transfers of division en- 
gineers arealso announced: W. H. Myers, Assistant Engi- 
neer Philadelphia Division, in-place of W. Brown, pro- 
moted; Charles K. Lawrence, Assistant Engineer Middle 
Division, in place of W. H. Myers, transferred; Victor 
Wierman, Assistant Engiveer West Pennsylvania Division, 
in place of C. K. Lawrence, transferred. Mr, Wierman is 
promoted from Supervisor. 


Pontiac, Oxford & Port Austin.—Ticket reports should 
be addressed to W. C. Sanford, Auditor. Pontiac, Mich. 
Remittances for balances should be addressed to and drafts 
should be drawn on F, H. Carroll, Treasurer, Pontiac, Mich- 
igap. 


Port Royal & Augusta.—Mr. E. T. Charlton is now Gene- 
ral Freight and Passenger Agent, with office in Augusta, 
Ga., baving succeeded Mr. J. S. Davant, who has gone to 
the Louisville, New Orleans & Texas road. 


Providence _d& Springfield.—At the annual meeting in 
Providence, R. J., Dec. 3, the following directors were 
chosen: Sidney Dillon, James O. Inman, Horace A. Kim- 
ball, Edward Pearce, Jr., John L. Ross, Albert L. Sayles, 
Wm. Tinkham. The board elected Mr. Tinkham President: 
Jabez C. Knight, Clerk; E. W. Tinkham, Treasurer. 


Rhode Island d& Massachusetts.—In Providence, R. 1., 
Dec. 10, this company elected directors as follows : Jova- 
than Chase, George L. Littlefield, H. Conant, James P. 
Ray, Edgar K. Ray, A. B. Chase, Jesse Boynton, Darius 
Goff and Joseph G. Ray. 


Richmond & Danville.—At the annual meeting in Rich- 
mond, Va., Dec. 10, Col. A. S. Buford, of Richmond, was 
elected President, and the board of {directors was increased 
to 12,as follows: George F. Baker, C. S. Brice, W. P. 
Clyde, H. C, Fabnestock, John H. Inman, Jobn McAuner- 
ney, J. G. Moore, W. G. Oakman, H. B. Plant, George I. 
Seney, and George S. Scott, ail of New York, and Joseph 
Bryan of Richmond. 


Richmond & West Point Terminal Co.—At the annual 
meeting in Richmond, Dec. 10, W. P. Clyde was elected 
President, and C. 8. Brice, A. S. Buford, John McAnerney, 
George S. Scott, and Samuel Shethar were chosen directors. 


St. Louis Coal Railroad.—The officers now are: E. C. 
Dawes, President and General Manager. Samuel T. Brush, 
Secretary. Carbondale. Ill.; R. J. Cavett, Superintendent, 
—- Freight and Passenger Agent, Pinckneyville, Illi- 








Sioux City & Pacific and Fremont, Elkhorn & Mis-| 


souri Valley.—Mr. E. P. Hall, General Manager, having 
requested to be relieved of the management of the 
roads, Mr. W. B. Linsley bas been appointed his successor, 
and entered on the discharge of the duties of that position 
Dec. 1, with office at Missouri Valley, Iowa. Mr. Hall will 
continue in the service as Superintendent of Construction 
of the Fremont, Elkhorn & Missouri Valley Railroad and 
of the Missouri River Bridge. 


Texas & St. Louis.—Mr. A. A. Jack, formerly Northeast” 
ern Passenger Agent at Cincinnati, is now General Agent 
pa:senger department, with office at TyJer, Texas. 


Wabash, St. Louis & Pacific.—Mr. H. H. Wellman is now 
Purchasing Agent and General Storekeeper, with office in 
St. Louis. 


Wallkill Valley —At tbe annual meeting in New York 
Dec. 10, the following directors were chosen: Edward F. 
Winslow, Horace Porter. Ashbel Green, Charles Bard, The- 
odore Houston, George H. Sharpe, Howard Mansfield, Wal- 
ter Katte, John L. Nisbet, James Mackin, Joseph P. Ord, 
F. E. Worcester. John B. Ken. The road is controlled by 
the New York, Ontario & Western. 








PERSONAL. 


—Mr. Andrew Donaldson bas resigned his position as 
Auditor of the Ohio & Mississippi Railroad. 


—Mr. H. R. Duval has resigned his position as Manager of 
the Erie fast freight lines, the Erie & Pacific Dispatch, the 
Great Western Dispatch and the South Shore Line. 


—It is reported that Mr. Thomas R. Sharp will return to 
the Baltimore & Ohio as General Superintendent of the 
Pittsburgh Division, in place of Mr. Thomas M. King, re- 
cently promoted to be Second Vice-President. Mr. Sharp 
was formerly Master of Transportation of the Main Stem. 


—Mr. C. D. Owens, for a number of years General Agent 
in New York for the Savannab, Florida & Western and its 
controlled lines, being about to remove to Savannah to 
assume the office of Traffic Manager of those reads, the city 
ticket agents entertained him ata farewell banquet at the 
Astor House, on the evening of Dec. 9. 


—Mr. Israel S. Adams, who died in Bakersville, N. J., 
Dec. 6, aged 65 years, was a prominent and wealtby citizen 
of South Jersey. He was a large landowner, and interested 
bimself in the building of railroads which were likely to 
benefit his property. *He was a director of the West Jersey 
& Atlantic and several other corporations. 





—Mr. Thomas Costigan, a well-known contractor, died at 
Philadelpbia, Dec. 9, aged 55 years. He had built portions 
of the Dutchess & Columbia, the Delaware River, the New 
York City & Northern. and many other roads. For several 
years be bad worked entirely for the Pennsylvania Rail- 
road. Hissons are contractors also; and will continue bis 
business. 








TRAFFIC AND EARNINGS. 


Cotton. 

Cotton movement for the week ending Dec. 5 is reported as 
follows, in bales: 

Interior markets: 1884. 1883. 


Inc. or Dee. P.c. 
pe ra ..+. 188,845 162,854 I. 25,991 14.8 
Shipments.......... .... 189,959 150,941 D. 10,982 3 


7. 
70,458 18.2 


Stock, Dec.5. .. . 316,019 386,477 Dd. 

Seaports: 
Receipts, .............. 276,300 265.484 I 10,816 4.1 
Exports............+... 249,100 171,038 I. 78,062 45.6 
Stock, Dec. 5. - 905,357 1,041,162 D. 135,805 13.0 


The total movement from plantations for the cotton year 
(from Sept. 1) to Dec. 5is estimated at 3,386,410 bales, be- 
ing an increase over last year of 15,069 bales, over 1882 of 
88,052 bales, and over 1881 of 141,268 bales. 

Petroleum. 
The production of the Pennsylvania and New York oil 
wells for September are given by Stowell’s Petroleum 
Reporter as follows, in barrels of 42 gallons: 


1884. 1883. Ine. or Dec. P.c. 
Production...... 1,961,866 2,076,659 Dz. 314,793 | 5.5 
Shipments...... 2,510,283 2,215,421 ‘& 294,862 13.3 


Stock, Oct 31.. 38,192,317 35,612,915 I. 2,579,402 7.2 
Produciny wells. 21,859 19.100 I. 2,759 14.4 

The production was exceeded in all but two months of the 
present year and in five months of last year. Of the total 
the Allegheny District in New York furnished 8.5 per 
cent.; the Bradford District in Pennsylvania 47.8.; the 
Warren District 19.8, and the Lower District 23.9 per 
cent. 

The shipments are the largest recorded for a single 
month; for the secend time this year they exceeded the pro- 
duction for the month. 

The stock reported is in the pipe lines; it showed during 
the month a decrease of 548,417 barrels, which is the excess 
of shipments over production. 

During the month there were 109 new wells completed 
and 16 dry holes were developed. Oct. 31 there were 100 
new wells reported in process of drilling, and 32 new rigs 
building t> drill wells. 

Shipments of oil were as follows, in barrels: 

Crude. 


Refined. Total. Perc. 
ES a ainad acess seesak 660,001 37,328 697.324 278 
PRUIRUGIDDIG.... 60 cc cccecce 510,228 78.440 - 88.668 23.5 
OS ay ae 217,271 1,648 218,919 8.7 
Boston..........0+.-secee+ «» 28.290 106,449 134,739 5.4 
ae a, ee 328.769 131 
SE ree DE. .« -sauzine 124.302 4.9 
Local points..... 348,344 69,218 417,562 6.6 


a] 


Refined at Creek refineries.. 293,078 





Total... ........ ...-2,510.283 203,078 2,510,283 100.0 
In this table the refined oil is that refined at Creek re- 
fineries and thence shipped to the point named; this refined 
is reducedto its equivalent in crude, so that the total rep- 
resents the amount of crude oil finally reaching each place, 
whether iv crude or refined form. 
Grain Movement. 


for the week ending Nov. 29 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic,ports have been, in 
bushels, for the past eleven years : 


North- —Northwestern shipments .-— 

western Pr. c Atlantic. 
Year. receipts. Total. By rail. Byrail. receipts. 
1874... ..2,303,488 451,462 451,462 100.0 1,459,521 
1875. ....2,166,262 1,147,092 1,147,092 100.0 1,762,818 
1876.....2,658.871 1,424,702 1,380.369 97.0 2,792,414 
7 eee 2,096,702 1,131,260 898.066 79.4 3,283,165 
1878..... 4.047.916 1,696,362 1,002,234 59.0 3.543.142 
1879..... 4,170,956 1,366,54 1,139,425 83.4 5,418,024 
1880..... 6,277,327 1,441,372 1,346,872 93.5 4,342,028 
Fa 3,462,209 2,162,303 1,835,233 85.0 2,716,486 
oe 5,510,893 2,879,750 2.160,°90 75.0 4,389,644 
1883 5.973,969 3,876,545 2,974,842 76.7 3,627,204 
1884..... 6,066,576 3,574,932 1,995,154 55.8 4.418.609 


The receipts of the Northwestern markets for the week 
this year were larger than in the corresponding week of any 





previous year except 1880, though not much larger than 
last year. They were, bowever, 582,000 bushels -less than 
in the previous week of this year. There is a large decrease 
in wheat and oats, but a large increase in corn. 

The shipments of these markets were less than last year 
for the. week, but greater than in any other year. They 
were, as usual at this season, the smallest for a long time, it 
being the last week of lake navigation. It is interesting to 
note, however, that the rail shipments were a fifth less than 
the week before, and smaller than in the corresponding 
week of the two years previous. The shipments down the 
Mississippi were 84,562 bushels. 

The Atlantic receipts for the week were larger than in the 
corresponding week of any previous year except 1879, 
which bas not happened before for a long time. They were, 
bowever, but slightly larger than the week before and but 
equal to the average of the fall months: 

P Exports from Atlantic ports for this week to Nov. 29 have 
een: 


. 1880. 1881. 1882. 1883. 1884. 
Fiour, bbls ..._ 197,160 127,013 176,148 133,469 171,001 
Grain, bu..... 3,088,380 2,329,206 1.455.491 1,237,480 1,821,751 


The exports are the largest for three years, but not 
greatly different from those of recent weeks. Nearly two- 
thirds of the grain exported was wheat. 

Railroad Earnings. 


Earnings of railroad lines for various periods are reported 
as follows: 


Eleven months ending Nov. 30: 














1884. 1882, Ine. or Dec. P.c. 
Bur., C. R. & No. $2,508,007 $2,585,564 D. $77,557 3.0 
Boston, Hoosac 

-. WT 2 ae 411.021 312,668 I. 98,353 31.4 
Canadian Pacific. 5,464,960 4,966,002 I. 498.958 10.0 
‘‘entral Iowa..... 1,306.454 1,188,866 I. 117.588 9.9 
Central Pacific.. 20,529.496 22,875,960 D. 2.346.464 10.3 
Ches. & Ohio.... 3,241,988 3,600,406 _D. 368,780 10.2 
Ches.,O.&S. W. = 1,235,353 1,192,135 I. 438.218 3.6 
Chi. & Alton .... 7,981,166 8,061,390 D. 80.224 1.0 
Chi. & East. Tll.. 1,419,318 1,516,527 D. 97,209 6.4 
Chi. & Nor’west. 21,443,000 23,263,507 D. 1,820,507 7.8 
Chi., St. P., Min. 

' >): re . 5.325.498 5,085,103 I. 240,395 4.7 
Chi. & W. Mich.. 1,375,129 1,430,809 D. 55,680 3.9 
Civ.. Ind., St. L. 

& Chic ~.. » eee 2,305,428 D. 81,701 3.5 
Denver & PR. G.. 5,504,085 6.327.858 D. 823.773 13.0 
Det., Lan. & No. 1,233,959 1,471,235 D. 237,276 16.1 
Eliz., Lex. & B.S. 694,162 661.574 *1. 30,513 4.6 
Flint & Pere M.. 2.075.298 2,344,148 D. 268,850 11.5 
Ill. Central....... 9,318,240 10,018,060 D. 699,820 6.9 

Towa lines..... 1,550,918 1,866,556 D. 315,438 17.0 
Kentucky Cent... 839,787 780.421 I. 59.366 7.6 
Long Island..... 2.593.671 2,549,252 I. 44,419 1.7 
Louisv. & Nash . 12,355.027 12,897,324 D. 542,297 4.2 
Mexican Central. 2,660,570 ..... ie.  * sautees se 
Mil. & Northern. 470.849 439,038 I. 31,811 7.2 
Mobile & Ohio... 1,878,191 1,977,396 D. 95,205 4.8 
Northern Pacific. 11,853,888 9,292,866 I. 2,561,022 27.5 
Ohio Central....  1,017.260 1,002,479 IL 14.781 1.5 
Ohio Southern. .. 424.886 328,883 L 96.0038 29.2 
Roch. & Pitts... 1,051,928 581,861 I. 470,067 80.8 
St. P.& Duluth.. 1.206,221 1,240,115 D. 33.894 2.7 
St. P., M. & Man. 7,449,094 7,695,120 D. 246,026 3.2 

Ten months ending Oct. 31: 

Atch., T. & S. F..$13,594.879 $12,060,427 I. 534.452 4.1 

Net earnings... 6,468,729 7,078,275 D. 609.546 8.6 
Chi.. Bur. & Q... 21,189,482 21,376,677 D. 187,255 0.9 

Net earnings... 10,272,039 10,669,884 D. 447,845 4.2 
Ches. & Ohio.... 2,953,614 3,255,101 D. 301,487 9.3 

Net earnings... 892,743 1,126,323 D. 233,580 20.7 
Cleve., Col , Cin 

3,630,117 D. 494,518 13.6 
603,521 I 22,294 3.7 

Net earnings... 190,013 T 22,108 11.6 
Houston, E. & W. 

a eee 218,316 266,337 D 48,02 18.0 
Kentucky Cent.. en 6 keeseken (| t«S Cw ates 

Net earnings... DE . by Ber beshiiGell | «SuaBec bie 
Louisv. & Nash. 11,170,742 11,589.930 D. 419,188 3.6 

Net earnings... 4,243.2 4,709,484 D. 466,2 9.9 
N.Y.& N. England 3,101,739 D. 344.603 11 

Net earnings... é 584,662 I. 33,221 5.7 
Union Pacific... 21,032,309 23,767,858 D. ¥%,735.549 11.5 

Net earnings... 9,317,516 11,630,439 D. 2,312,923 19.9 


Nine months ending Sept. 3 
Mo. Pacific......$11.900,011 sa pate a 
Net earnings.. 5,394,241 
Month of September : 
N.Y _, West Shore 
& Buffalo ..... $434,019 
Net earnings.. 90,818 
Month of October : 
Atch,.T. &S. F. 





$1,742,059 $1,549,834 I. $192,225 12.4 
Net @arnings... 1,017,528 916,281 I. 101,247 11.0 
Chess& Ohio. .... 270.180 375,814 D. 105,634 28.1 
Net earnings... 78,468 148,874 D. 70,406 470 
Chi., Bur. & Q.... 2,683,597 2,742,470 D. 58,883 2.1 
Net earnings... 1,505,936 1,627,234 D. 121,298 7.4 
Cleve . Col., Cin. 
ere 350,596 388.024 D. 37,428 9.6 
Eliz., Lex. & B. 8. 68,574 70,694 D. 2,120 3.0 
Net earnings... 26,022 23,656 I. 2,366 10.0 
Houston, E. & W. 

. wa 23,830 37,428 D. 13,598 35.4 
Kentucky Cent.. 96,257 Se ere are 
Net earnings. . sea Seaan.. s' = O/ Gee ee iid 
Louis. & Nash... 1,291.714 1,504,465 D. 212,751 141 

Net earnings... 592.903 701,303 D. 400 15.2 
N. Y. & N. Eng... 306,992 365,878 D. 58,886 16.1 

Net earnings... 105,968 105,422 I. 546 0.5 
Northern Pacific. 1,461,511 1,397,222 I. 64.289 4.6 

Net earnings... 702,810 711,354 D. 8.544 1.2 
Union Pacific.... 2,661,746 2.948,058 D. 286,312 93 

Net earnings... 1,484,677 1,474,013 I. 10,664 0.7 

Month of November: 
Bur.,C.R. & No. $274,131 $308,920 D. $32,789 10.6 
Boston, Hoosac 

Tun. & W...... 37,639 29,345 I. 8,294 28.6 
Canadian Pac... 684,000 502,000 I. 182,000 36.2 
Central Iowa..... 120,302 143,244 D. 22,942 16.0 
Central Pacific.. 1,797,000 2,104,637 D. 307,637 146 
Ches. & Ohio.... 288,324 345.304 D. 56,980 16.5 
Ches.. 0. & S. W. 140,521 128,708 I. 11,818 9.9 
Chi. & Alton. 753.163 §01,1*6 D. 48.023 6.0 
Chi. & East. Ill.. 136,153 149,908 D. 13,755 9.2 
Chi. & Nor’west. 1,983,600 2,368,500 D, 404,900 17.1 
Chi., St. P.,M. & 

| a ee 539,300 583,609 D. 44,300 7.6 
Chi. & W. Mich.. 110,823 121,914 D, 11,091 9.1 
Cin., Ind., St. L. & 

Methbasccnses 188,996 211,264 D., 22.268 10.5 
Denver & R.G.. 496,473 552,005 D., 55,532 10.1 
Det., Lan. & No.. 99.349 134,165 D. 34,816 26.0 
Eliz., Lex. & B.S. 68.347 58,052 I. 10.295 17.7 
Flint & Pere M.. 157,308 234,617 D. 77,309 32.9 
Ilinois Central... 1,091,183 1,119,609 D. 28,426 25 

Iowa lines...... 154.570 201,931 D. 47,361 23.4 
Kentucky Cent... 76,263 73.352 I. 3,011 4.1 
Long Island..... 180,555 182,509 D. 1,954 11 
Louisv. € Nashv. 1,184,285 1,307,394 D, 123,109 9.4 
Mexican Cent... OGteee | Scccathaak = camaaene bene 
Mil & Northern. 42,360 44,168 D. 1,808 4:1 
Mobile & Ohio... 255,000 280,062 D. 25,062 8.9 
Northern Pacific. 1,115,191 1,276,022 D. 160,871 126 
Ohio Central.... 94,708 95,611 D, 903 0.9 
Ohio Southern... 48.333 $2,655 I. 15,677 47.9 
Roch. & Pitts.... 96.360 82,885 I. 13,475 16.2 
St. P. & Duluth. 148,736 141,730 I. 7.006 4.9 
St. P., M. & Man. 878,255 845,514 I, 32,741 3.9 

Weekly earnings are usually estimated in part, and are 





subject to correction by later statements, 
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Coal. 


Anthracite coal tonnage for the eleven months to Nov. 29, 
as given by the weekly reports of the companies, bas been as 
follows for eight years past: 


Tons, Tons. 
BB cps cece voce ose 26,998,418 | 1880 21,924,560 
1883 ... 2%,463.065 | 1879 . « 24,469,939 
1882 a 27,085,442 | i ccon puhsmed. nave 16,152.525 
ee o SEs b BOG bnindec* Sec ccccces 18,821,378 





The tonnage this year is considerably less than last year, 
and very slightly below that of 1882, but greater than in 
any other preceding year. 

There will be but one stoppage in December, over the holi- 
day week, when mining is usually stopped. The Reading 
announces that it will not stop mining and shipping here- 
after under any combination agreement, but will compete 
actively for business at all times. 

Bituminous tonnages reported for the eleven months to 
Nov. 29 are: 





884. 1883. Inc. or Dee. P.c. 

Cumberland.......... 2,672,063 2,333,123 I. 338,940 14.5 

Barclay R. R.& C.Co. 269,343 305,722 D. £6,379 11.9 

Hunt & Broad Top.. 181.185 180,644 si. 5 0.3 

Pennsylvania R. R.: 

Mt.. Snew Shoe,ete. 596,404 692,414 D. 96,010 139 

Clearfield.... ... .. 2,579,808 2.607,391 I. 272,417 10.4 
Penn and West- 

moreland. ....... 1,207.441 1,282,422 D. 74,981 5.8 

W. Penn. and Pitts. 774,393 1,052,425 D. 278,032 26.4 

WORE, cheb seins 8,580,637 8,454,141 I, 126,496 1.5 


The entire increase came from the Cumberland and Clear- 
field districts, the districts in Western Pennsylvania gener- 
ally showing decreases, 

Coke tonnages for the twelve months to Nov. 29 are re- 
ported as follows: 





Pennsylvania R. R.: 1884, 1883. Ive. or Dec. P.c. 
Snow shoe, Mountaim and 

ie. ae 170,827 197,761 D. 26,934 13.6 
Goutawens Penna. R.R.. eo 1,940,541 D. 32,527 1.7 

Jest. and Pitts. Dis... . .. 257,765) .~- ona « 
Connellsville, via Pa. R.R. 293.179 ( 790.215 D. 199,271 26.6 

Total..............+-....-%,629,785 2,888,517 D. 258,732 9.0 


No other company reports ccke tonnages. The falling off 
this year is sufticiently explained by the depression in the 
iron trade, the chief demand for coke coming from the iron 
mills and biast furnaces. A small new demand bas arisen 
from the use of a portion of coke mixed with anthracite in 
a few eastern furnaces. 

The coal tonnage of the Pennsylvania Railroad Division, 
Pennsylvania Railroad, for the eleven months to Nov. 29 
was: 











1883. Ine. or Dec. P. c. 

COhdss. case 8.453.620 I. 1,017,636 12.0 
i a ee 2,888,517 D. 273,165 9.5 
TOs cus . 12,086,617 11,342,146 I. 744,471 6.6 
This includes all coal and coke passing over the road, 


whether mined on the line or received from connecting 
lines, 

The anthracite coal tonnage of the Philadelphia & Read- 
ing Railroad fur the fiscal year ending Nov. 30 is given as 
follows: 











1884. 1883. Ine. or Dec. P. ce. 
Phila. & Reading...... 11,880,751 11,449,373 I. 481,378 3.8 
N. J. Central to May 
Bi SO .<.9%0's seenatpnaeeuen 2,263,907 D. 2,263,907 
TUR cca nwew cavasaad 11 £880,751 13,713,280 D.1,832,529 13.3 


The coal tonnage of the New Jersey Central is included 
from the date of the lease, June 1, 1883, and the tonnage of 
that road Dec. 1, 1883-May 31, 1883, is added to make the 
comparison complete. 

Cumberland coal tonnage for the week ending Dec. 6 was 
48 536tons. Total shipments to Dec. 6 were: 1884, 2,720,- 
599; 1883, 2,378,098; increase, 342,501 tons, or 14.4 per 


cent. 
Chicago & Ohio River Pooi. 


The agreement under which this pool has been worked 
expired by limitation Dec. 1. A meeting of general mana- 
gers of the roads interested was to be held this week to renew 
the agreement. It is believed that it will be continued in 
force, witb possibly some alterations in details. A new plan 
has been prepared, and was to be submitted at the meeting. 


Lake Superior Iron Ore. 


The iron ore business of the Lake Superior region for the 
season just closed is thus summed up by the Marquette 
Mining Journal : 

Tons. 
L’Anse, by Marquette, Houghton & Ont. R. R 64.420 
Marquette: 





Is Bie ons oncscsuteavenueoess: cue 667.623 
BERRIEN & WEGAIR...... <ccins ssces0sancnes 250,866 
—-—-— 918,489 
Escanaba: 
PORTO NOND DARI. «os sscysacinesc cases ca nese 468.964 
 vcsnndetacumaneelnas 387,623 
—— 1,356,587 
St Ignace, Marquette District..........cceccseese cssces 51,109 
Total lnlee Ghiggmemls. soi ceics ck cccces cecsscee os 2,390,605 
One to 1oGRl TIMAGNE 5655 5s ccsencks ce secdeccns rescue 32.742 


WO inc 3.60 svpscdanekackbedereas een tien banka. ance 4,423,347 


Shipments of pig iron from the lake furnaces for the sea- 
son were: Marqu+tte, 8,490; Escanaba, 4,100; St. Ignace, 
8,117; total, 20,707 tons, 


Transcontinental Association. 


A meeting of this Association was held in Chicago, Dec. 8’ 
and continued until Dec. 10. On the first day Arbitrator 
Tucker announced bis award of percentages, both freight 
and passenger, as follows: 







Passenger. ve 
ene PORNO. ois. sé vio ssc ddccpactiessshsssesacd 21. 9.5 
CI ES» oatievesccduccedsks bbls 1e6siebes 20.6 18.0 
DO IB yo 0.55.52 spo Rinnicdin sess occhat 17.8 20.2 
Atchison. Topeka & Santa Fe.... .........+.- 16.5 54.0 
Atlantic & Pacific.............cseces . 9.0 98 
Denver & Rio Grande... ..... 4.0 3.2 
Burlington & Missouri.. » . 3.8 4.3 
PO arr ee ooo 5.0 
Galveston, Harrisburg & San Antoni wee D4 6.0 


The meeting was held for the purpose of discussing and 
settling through freight rates for the ensuing year. An 
agreement was finally reached after long discussion, which 
brought out considerable difference of opinion. 


Western Passenger Rates. 


The agreement to restore passenger rates west of Chicago is 

based upon a first-class rate of $7.50 Chicago to St. Louis 

and $12.50 Chicago to Missouri River points. Regular 

agents are to be allowed $2 commission, and no commissions 

are to be paid to outside agents or scalpers. The agreement 

. er ty and is terminable on 10 days’ notice after 
ec. 1, ; 


Arbitrator Tucker has fixed the following percentages of 
passenger business: 
Colorado. Coast 






COMI BOG ivicn sche binds cid etsccaaicees iis0 13 
Chicago, Burlington & Quincy vis tatd 13 
Chicago, Milwaukee & St. Paul. ... 16 
Chicago & Northwestern .. ... .. .. 20 
Chicago, Rock Island & Pacific... .. 17 
Missouri Pacific 5 

11 


Wabash, St. Louis & Pacific. ............ 22.0... 
. 100 


The first column is on Colorado and Utah business east of 
the Missouri River, and the second column is on Pacific 
Coast business east of the Missouri River. 


Southern Freight Rates. 
The lines from the Obio River southward have been cutting 
rates on grain and provisions to southeastern points, and 
the reduction amounts to at least 40 per cent. on the estab- 
lished tariff. Th> East Tennessee, Virginia & Georgia is 
charged with beginning the cutting. 


Passenger Rates, 
The war in passenger rates from New York westward con- 
tinues without any special event to mark its progress. Ef- 
forts made to bring about a compromise so far entirely 
failed. The Pennsylvania still maintains its position, abso- 
lutely refusing to make any reduction from its regular 
rates. 








OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—This company’s 
statement for October and the ten months ending Oct. 31 is 
as follows, including the Southern Kansas lines : 











——-October.-_—-— ———Ten months.—— 

884. 1883. 1 ‘ 883. 
Earnings....... $1,742,059 $1.549,834 $13,594.879 $13,060,427 
Expenses.... .. 724,531 633,553 7,126,150 5,982,152 
Net earnings.$1,017.528 $916,281 36,468,729 $7,078,275 
eril cent.of exps. 41.6 40.9 52.4 45.8 
M es worked... 2,354 2,219 2.336 2,219 


For October the gross earnings increased $192.225, or 
12.4 per cent., and the net earnings $101,247, or 11.0 per 
cent. For the ten months the increase in gross earnings 
was $534,452, or 4.1 per cent.; the increase in expenses 
$1,143,998, or 19.1 per cent., and the resulting decrease in 
net earnings $609,546, or 8.6 per cent. 


Bainbridge, Cuthbert & Columbus.—Thbis road has 
been transferred to New York parties, who agree to pay 
$90,000 for the work already done, and to complete it 
within a year from Cutbbert, Ga., south to Baiubridge, 65 
miles, The road is graded between those points. The 
intention is toextend the line from Cuthbert north to 
Columbus, and from Bainbridge south to a junction with 
the Pensacola & Atlantic road. 


Baltimore & Ohio.—This company, it is announced, 
has made arrangements for a loan of $10,000,000; to be 
represented by 5 per cent. bonds issued upon the Pittsburgh 
Division. The money will be used to repay the company 
for money advanced on the purchase of that division: for 
improvements of the road, the construction of branches and 
the completion of the western connections of the line. The 
bonds will be taken by a syndicate of bankers, who will 
offer them for sale in New York and London. 

A report bas been presented to the Court against the con 
struction of the Schuylkill River East Side road in Philadel- 
phia, on the ground that it will interfere unduly with the 
city streets and the tracks-of other roads. This is the line 
on which this company expected to enter Philadelphia. 


Boston & Maine.—This company having assumed for- 
mal possession of the Eastern Railroad, as noted last week, 
is arranging for the joint operation of the two roads as 
rapidly as possible. A connecting treck bas been put in at 
Dover, N. H., and other arrangements are being made by 
which the train service over the paralle] main lines between 
Portland and Boston and the connections with the several 
branches can be best adjusted. 

It is announced that the road will be divided into three di- 
visions, the Western to include the Boston & Maine and 
branches; the Northern, to include the line from Port:- 
mouth to Conway, and the Eastern, to inclrde tie Eastern 
Railroad and its branches. 

The lease of the Eastern road carries with it the « ontrol of 
the Maine Central. That road, however, although con- 
trolled by the Eastern, was not worked bv that company ; 
but always operated under its own organization. Whether 
any change will be made in this respect 1s not stated. 

ncluding the Maine Central, the Boston & Maine now 
operates and controls 1,016 miles of railroad, the largest 
system in New England. Omitting the Maine Central, it 
operates directly 493 milesofrcad. For the year endiug 
Sept. 30 last the gross earnings of the whole 1,016 miles 
were $9,403,190 and the net earnings $3,263,767. The lines 
operated directly (again omitting the Maine Central) earned 
for thesame year $6,575,397 gross and $2,188,687 ret 
‘Lhe interests and rental payments for the year were $1,431,- 
477, leaving $754,240 surplus. This amount, it is expected, 
will be increased by the economy possible under a single 
management. 

At the annual meeting in Lawrence, Mass., Dec. 10, the 
stockholders authorized the issue of improvement bonds 
having 20 years torun to the amount of $1,000,000, the 
rate of interest to be fixed by the board. Three represent- 
atives of the Eastern Railroad are included among the 
directors chosen at the meeting. 


Boston Railroad Stocks.—The Boston Advertiser 
gives the number of stockholders in leading Massachusetts 
roads on Sept. 30, 1883 and 1884, as follows: 





1884, 1883. Inc. or Dec. 
Boston & Alban 6,590 6,124 L. 466 
Boston & Lowe 1.090 1,114 Dz. 24 
Boston & Maine* ... 4,216 4,233 D. 17 
Boston & Providence*........... 1.653 1.652 a 1 
Boston, Revere Beach & Lynn*.. 342 349 D. 7 
HARECED ... occccccsssccccsserso, LORS 1,736 D. 49 
i, Oe 2.896 2,797 4 99 
New York & New England .. .. 1,393 1,925 Dz. 532 
COE COROT S 65 cs ssccecseiscsecece 5,638 5,340 I. 298 





*Dividend paying roads. 


Thechanges in general were not great. Those on the Bos- 
ton & Albany and the Old Colony indicate an increase in 
small holdings for investment. The greatest change is on 
the New York & New England, indicating a further concen- 
tration of that stock, which has always had fewer small 
holders than any other Boston stock, probably because it 
has been always a speculative stock and has never been held 
for investment like the dividend-paying stocks, or even the 
Eastern, which was a regular dividend paver for many years 
up to 1873. 


Baston, Winthrop & Shore.—This company reports 
that for the year ending — 30 lastits gross earnings 





were $21,376 ; expenses $19,949, leaving net earnings 





$1,427. The interest accrued amounted to $9,405 leaving 
a defect of $7,978 for the year. 


Buffalo, New York & Philadelphia.—This com- 
pany’s report to the Railroad Commission for the Sd 
ending Sept. 30 will show: Gross earnings, $694,301; 
operating expenses, $446,3C6; net earnings, #247,£95; 
income from other sources, $20,058; total net income, 
$268,953 ; interest on funded debt maturing during quarter, 
$182,935; taxes, rentals, etc., $70,666; leaving surplus for 
quarter, $13,252. 


Canadian Pacific.—It is stated that this company bas 
secured a loan of $10,000,000 in England, by placing there 
bonds of its controlled lines. This money is to be used chiefly 
in completing the Ontario & Quebec road through to Mopn- 
treal, and in building a bridge over the St. Lawrence River 
at Lachine, near Montreal, to complete the connection with 
the Southeastern road. 

Tbe Commercial and Financial Chronicle says: *‘ In re- 
gard to the report that an English syndicate had purchased 
$10,000,000 of stock of the Canadian Pacitic Railroad, the 
tacts are that this $10,000,000 of stock was the last of the 
comeung® treasury stock which was up as collateral. The 
syndicate came forward, took up and paid the loan and 
bought the stock outright at very nearly the present market 
price. The transaction was concluded about three weeks 
ago. This makes tbe entire $100,000,000 of stock, as $55, 
000,000 had been previously sold, and $35,000,000 is held by 
the Canadian Government.” 


Chicago, Burlington & Quincy.—Tbis company’s 
Speeees for October and the ten months to Oct. 31, is as 
ollows : 


-~---— October,_—-—. ———-Ten months ——— 

1884. 1883. 1884. 1883. 
Earnings..... .. $2,683,597 $2,742 479 $21,189,422 $21.376.677 
Expenses.......... 1,177,661 1,115,245 10,967,383 10,706,793 





Net earnings. ...$1,505.936 $1,627,234 $10,222,039 $10,6L9.884 
Per cent. of exps. 43.9 40.7 51.8 50.1 

For October the gross earnings decreased $58,882, or 2.2 
rer cent., and the net earnings $121,298, or 7.4 per cent. 
For the ten months the decrease in gross earnings was $187,- 
255, or 0.9 per cent., and in net earnings #447,845, or 4.2 
per cent. 

It is reported that the company willsoon begin work on a 
cut-otf or short line from Creston,. Ia., to C: uncil Bluffs, 
abont 60 miles. This will shorten somewhat the distance 
between Chicago and Council Bluffs by this road, 

This company is in the situation, unusual for railroad 
companies just now, of having more money than it needs. 
Lest April the company offered 69,578 sbares new stock to 
stockholders, payments to be due 10 per cent. May 31 and 
30 rer cent. Aug. 20, Oct. 20 and Dec. 20, interest being al- 
lowed on prepayments, and the stock to be delivered Jan 1, 
1885. All payments, except the last, have been made, The 
conipany does not need the balance of the money now, and 
therefore makes the following proposition to subscribers: 

‘** Until Dec. 20, 1884, subscribers to new stock under our 
circular of April 7, 1884, are hereby given the option to 
make their final payment as per inclosed notice, and receive 
certificates for their new stock Jan. 1, 1885, as originally 
proposed; or to receive, on aptlication, certificates for suc 
proportion of their new stock as they may bave paid for, 
and to defer the payment of the amount still due until June 
20, 1885, at which time the balance of the stock will be de- 
livered. Interest will be charged on such deferred payments 
at the rate of 3 per cent. per annum, and credit will be 
given (without interest) for avy dividends or other emolu- 
ments which may acciue between December 20, 1884, and 
June 20, 1885, on the undelivered stock, the same as if it 
had been paid for and delivered.” 


Chicago, Rock Island & Pacific.—This company 
will receive bids, at the Treasurer’s office in New York, until 
noon of Dec. 20, for $1,500,000 of its new 5 per cent. exten- 
tion and collateral bonds, having 50 years to run. The bonds 
are secured by deposit of bonds of the new Wisconsin, Min- 
nesota & Pacific line, and subject to redemption at 105 at 
any time after July 1, 1894. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
Pipestone Rranch is now completed and opened for traffic 
to Pipestone, Miun., 11 miles westward from the late ter- 
minus at Woodstock, and 55 miles from the junction with 
the main line at Heron Lake. 


Cincinnati, Hamilton & Dayton.—Tbis company is 
arranging for the sale of $400,000 of its 5 per cent. consuli- 
dated bonds. The proceeds, with the sinking fund, will be 
used to pay off the $450,000 second-mortgage 7 per cent. 
bonds which will mature Jan. 20 next. 


Cleveland, Columbus, Cincinnati & Indianapo- 
lis.—During November 1, 850 tons of steel rails were dis- 
tributed along the line of the Indianapolis & St. Louis Div- 
ision. When that is laid there will rema‘n only 36 miles of 
iron track on the entire road. 


Columbus. Hocking Valley & Toledo —In Circin- 
nati last week the United States Ci: cuit Ccur’, in the case of 
W.P. Rend & Co., against this company, issued a rule 
against the defendant and against Judge Stevenson Burke 
its Vice-President, to appear before him Dec. 13 at Colum- 
bus, to show cause why they shall not be attached and pun 
ished for contempt in disobeying an injunction granted last 


| week. That injunction commanded the defendent to furnish 


cars to W. P. Rend & Co., and to carry their coal without 
delay and without discrimination. It was shown to the 
Court that the company furnished the cars, but refused to 
give complainants through rates or through cars, and 
demanded prepayment of local rates and transhipment and 





reloading at the end of the defendant’s line, contrary to the 


| usege of that company in its general treatment of other 


shippers; hence the contempt proceedings The Court also 
directed the injunction to be made definite by ordering the 


| deferdant to carry for complainants on the same terms as it 


carries for others. 

Denver & Rio Grande.—Mr. Robert Fleming, the 
agent of the Scotch bondholders, who has recently com- 
pleted an examination of the road, reports that $700,000 
will be needed immediately to put the road in good condi- 
tion. He thinks that $3,000,000 will be needed hereafter to 
replace wooden bridges, buy new equipment and for other 
improvements, and believes that it will be necessary to 
change the main line from Denver to Ogden to standard 
gauge. 

The following is bis statement of operations for the current 
year, November and December estimated: 

Gross earnings ceemaads*€, enbug and neunannd Ue 








Fxpenses (including taxes)... .. ...-...-+ + 3,993,800 
MOG CRTMIII cc ccccsccccescnsece sesccenpagesdutanss $1,533,243 
Interest, first-mortgage...........-- -...+5- $446,775 
y ann capes, boateehat 1,381,835 
“general mortgage...........-.. «+. 125.6 
| ea ree cree 254.2 
Principal of car trusts.........--. . «+ «s+. 500,000 
——-_—s-_- 2,708,000 
Deficit for the year.. ......-+++00+- anhidaae ded .» $1,174,757 
To this is to be added the Denver & Rio Grande Western 
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rental, $440,000, making a total of $1,614,757. He advises 
that one-half the coupons on consolidated honds be paid in 
casb, the other half in scrip or preferred stock, for some time 
to come. 


Galesburg & Highland Park.—This company has 
heen organized at Galesburg, II]., to build a railroad about 
5 miles long from that city to a point in Knox township. 


Galveston, Sabine & St. Louis —Thbis road is now 
completed to Tatum Summit, Tex., five miles southward 
from the late terminus at Wilkins, and 29 miles from the 
starting point at Longview. 


Houston, East & West Texas.—Work is advancing 
well on the extension of this road to Shreveport. The 
grading and most of the bridge and trestle-work is nearly 
completed to Logansport on the Sabine River, and track- 
laying will soon be begun. Grading is also in progress 
from Shreveport, La., southwest, and some 15 miles have 
been completed. The track is now laid for six miles from 
Shreveport, and tracklaying will be resumed as soon as 
more rails arrive. 


Knox & Lincolu.—At the annual meeting last week the 
stockholders passed resolutions instructing the directors to 
have surveys and estimates made for an extension further 
into Rockland, Me., and to submit a report to the next 
annual meeting. 


Lackawanna & Pittsburgh.—It has been understood 
for some time that this company was in an embarrassed 
condition, and now an application has been made for the 
appointment of a receiver on behalf of the creditors. The 
company has a large floating debt, incurred chiefly for con- 
struction and the purchase of equipment. The Court ap- 
pointed a receiver and gave him authority to borrow $50,- 
000 to pay wages due since Aug. 1. 

The compavy was organized last year and built a line 
from Lackawanna Junction, N. Y., to Perkinsville, 42 miles, 
It also absorbed the Alleghany Central Co., which had a 
narrow-gauge line from Swain’s, N. Y., to Olean, 57 miles. 
Of this 17 miles were changed from 3 ft. tostandard gauge 
and made part of the main line. By the last report there 
was $5,000,000 stock and $2,018,000 bonds outstanding. 
The amount of floating debt is not stated, but it is reported 
to be over $300,000 The earnings of the road are said to 
have been very light; its report for the year ending Sept. 30 
has not yet been filed. 


Lake Shore & Michigan Southern.—lIt is again re- 
ported this company will shortly issue $10,000,000 new 
bonds, of which $7,784,000 will be used to take up bonds 
maturing in 1885 and 1886, and the balance for other pur- 
poses. There is no official confirmation of this report, and it 
is probably based entirely on the known requirements of the 
company. 


Little Rock Junction.—This company’s bridge over 
the Arkansas River at Little Rock, Ark. was completed 
Dec. 8, when the first train crossed over. The bridge is part 
of a sbort road, the purpose of which is to connect the Little 
Rock & Fort Smith and the Little Rock, Mississippi River & 
Texas roads. 


Little Rock, Pine Bluff & White River.—This 
company has been organized to build a railroad from Pine 
Bluff, Ark., to Argenta, opposite Little Rock. It is to be an 
extension of the new Pine Bluff & Swan Lake road. 


Louisville & Nashville.—Tbe gross and net earnings 
of this company for October and of the four months of the 
fiscal year to Oct. 31 were as follows: 


--—Gross earnings.——. ——-Net: earning:.-—— 
1884 1883. 1884. 1883 


POG cinsicde tana $1,060,104 $1.124,776 $435,273 $437,760 
RU. od cunanea 1,117,313 - 1,251,127 482.982 534,984 
September... .... 1,145,366 1,334,179 477.681 570,742 
OCORET: ...0550000 1,291,714 1,504,465 592,903 701,303 





Total four mos.$4,614,497 $5,214,547 $2,043,328 $2,214,789 

For the four months the decrease in gross earnings was 
$600,050, or 11.5 per cent., and in net earnings $201,461, 
or 9.0 per cent. 


Manhbattan.—This company has settled the suit for 
taxes due the city of New York on the basis of the recent 
decision of the Supreme Court, which classes the elevated 
railroad structures as real] estate. The amount claimed by the 
city for the years from 1879 to 1884. inclusive, was $2,843, - 
511, including interest. The amount awarded by the Court 
was $1,285,534, and the city accepted this in preference to 
continuing the litigation by a further appeal. The whole 
amount was paid Dec. 6, in one check. 


Minneapolis & St. Louis.—Work has been for some 
time in progress on an extension of the Cannon Valley 
Division from the junction with the main line at Waterville. 
Mion., westward. The grading is completed for a consider- 
able distance, and track is reported laid from Waterville by 
Eagle Lake to a point near Mankato, about 20 miles. 


Nashville, Chattanooga & St. Louis —In conse- 
quence of depression in business and reduction in rates 
owing to increased competition, this company has ordered a 
reduction of one-fourth in its working force, involving the 
discharge of about .men. They are taken from all 
classes and grades of the employés. 


New York & New England.—The Receiver’s state- 
ment for October, the first month of the fiscal year, is as 
follows: 

1884. 





1883. Ine. or Dee. Pc. 

Maraimge si-.ssisvcd 306,992 $365,878 . $8.86 4.3 

Expenses ........... 201.024 260,456 D. 59,432 22.8 

Net earnings...... $105.968  $105.422 I. $546 0.5 
Per cent. of exps.... 65.5 12 wD. 5.7 “a 


At the annual meeting in Boston, Dec. 9, there was a long 
and excited debate over the affairs of the company, which 
brought out nothing new. At its close a board of directors 
favoring the present management and supporting Receiver 
Clark was elected by a vote of 103,288 shares, to 49,975 
cast for the opposition ticket. 


New York, New Haven & Hartford.—The work of 
new ballasting the Springfield Division with stone has been 
completed from New Haven to the bridge over the Con- 
necticut at Windsor Locks. Work has been stopped for the 
winter, but will be resumed in the spring, and carried 
through to Springfield. 


New York, Philadelphia & Norfolk.—The securi- 
ties issued by this company are $1,715,000 stock, $1,000,000 
income mortgage 6s, and $1,848,000 first-mortgage 6s. 
They are listed in Philadelphia, but not on the New York 
Exchange. 


New York, West Shore & Buffalo.—The Receivers 
report that the gross earnings for September were $434,019; 
expenses, $343,200, leaving thejnet earnings $90,819 for the 
month, the largest yet made on the rvad. 

The proceedings threatened by certain bondholders to 
compel the Receivers to restore rates have not been begun. 
It is still claimed by the Receivers that their course is ap- 
proved by a large majority of the bondholders, who believe 








that it is the best policy just now to secure the largest possi- 
ble traffic without regard to rates. 


Northern Pacific.—The earnings for the four months 
of the fiscal year to Oct. 31 were as follows : 


——Gross earnings.— -——Net earnings.—— 
88: 84. 1883 


4; 1883. 18 3. 
| SR Be $1,022,438 $850,223 $429,781 $216,668 
DUE. oo. 200- 1,032,602 1,043,624 423,539 391,354 
September..... 1,236,560 1,194,714 569.853 460,221 
October . 1,461,511 1,397,222 702,810 711,354 

Total, + mo’s.$4,753,111 $4,485,883 $2,125,983 $1,779,597 


For the four months the increase in gross earnings was 
$267,228, or 5.9 per cent. ; in netearnings, $346,386, or 19.5 
per cent. 

Track on the Cascade Division has now been laid from the 
end ofthe section of 25 miles built last year (Ainsworth 
west to Horse Shoe Bend or Yakima River) westward along 
the Yakima to Satas Creek, a distance of 35 miles, making 
in all 60 miles completed on the eastern end of this division. 
This section is not, as yet, regularly operated. 


Ohio & Mississippi.—A dispatch from Baltimore, Dec. 
8, says: ‘It is authoratively stated that at a conference 
between the representatives of the different ownerships of 
the stocks and bonds of the Ohio & Mississippi Railway Co. 
in this city, to-day, an agreement was made which. it is 
expected, will very soon set at rest all questions of difference 
which have heretofore existed, and as a result thereof it is 
expected that hereafter the respective interests of the com- 
pany will work in harmony.” 

A later statement is that the Baltimore & Ohio Co. has 
offered to lease the road at a rental of 35 per cent. of the 
gross earnings. On the basis of the average earnings for 
four years past, the rental would be sufficient to pay all fixed 
charges and dividends on the preferred stock and leave a 
small surplus. 


Pennsylvania.—The Lewisburg & Tyrone Branch is 
now completed to Oak Hall, Pa., 18 miles west by south 
from the old terminus at Rising Springs (formerly Spring 
Mills), and 57 miles from the starting point at Montandon 
There is now a gap of only about 6 miles between Oak Hall 
and the western end of this branch, which is completed from 
Tyrone east to Scotia, 26 miles. 

The Court has decided to dissolve the injunction prohib- 
iting the construction of tracks of this company’s new 
Reading branch across lands belonging to the Philadelphia 
& Reading Co. in Reading, Pa. Work was at once begun 
on the tracks, but was afterwards stopped, the Reading Co. 
having given notice of appeal to the Supreme Court, and 
the Receivers of that road having applied to the United 
States Circvit Court for a new injunction. 

Suit has been begun to enjoin the Junction Railroad Co. 
from transferring to this company and the Philadelphia, 
Wilmington & Baltimore the right of way for a new track, 
which, it is alleged, is to be used to render the junction road 
superfluous, as far as this company is concerned. The suit 
is instigated by the Reading Co., which owns a share in the 
Junction road. 


Pennsylvania, Slatington & New England.—It is 
reported that this company has secured a loan of $400,000, 
and that the work will be resumed on the unfinished line 
from Portland, Pa., to Pine Island, N. Y. The work was 
stopped for want of funds some time ago. 


Philadelphia & Reading —Itis understood that the 
committee of New Jersey Central directors have decided 
that no bonds should be issued for the $200,000 better- 
ments claimed by the Reading Co., as such improvements 
were provided for by the lease. As to the claim of the Read- 
ing for $1,500,000 to reimburse payments on car trusts, no 
action has been taken. 

Mr. Franklin B. Gowen asks proxies from stockholders in 
support of his plan for the reorganization of the company, 
which is to be presented at the annual meeting in January. 

The Philadelphia Ledger says: ‘‘The Philadelphia & 
Reading Railroad on Dec. 1 met from its own funds but a 
small part of the interest and guaranteed obligations. Its 
chief payment—the interest on tke consolidated mortgage 
—was assumed by Drexel & Co. The earnings of the Read- 
ing Railroad for the month of December will probably be 
not much more than its working expenses, owing to the 
general stoppage of coal operations for the winter and the 
usual idleness of the Christmas period. On Jan. 1 the Read- 
ing Receivers will have to meet the heaviest charges of the 
year, having about $2,740,000 to pay on account of in- 
terest, rentals, etc. In addition to this amount the Receivers 
now owe nearly $900,000 for coupons and interest of the 
general and consolidated mortgages heretofore purchased 
for their account, which, it is expected, the Receiv- 
ers will soon reimburse. The debt of over $3,640,- 
000, for interest, rentals, etc., will confront the 
financial managers of Readiug affairs on New Year day, 
and it seems almost impossible that they can meet it in full. 
We understand that payment will be made when due of 
the Reading Railroad first-mortgage interest, about $74,- 
v00, the North Pennsylvania mortgage interest of nearly 
$150,000, and various rentals, etc., of probaby $200,000 
more, while on account of the New Jersey Central Railroad 
the interest on the $5,000,000 American Dock bonds will also 
probably be met, with sundry car trust obligations, The 
problem of the street, however, is as to what course the Re- 
ceivers will take in reference to the quarterly interest on 
the New Jersey consolidated 7s of $262,500, and the semi- 
annual interest on the Reading general mortgage 6s and 7s, 
amounting to $765,580. The prospect of prompt payment 
of this interest on Jan. 1, considering the heavy load the Re- 
ceivers have in other directions, is considered as doubtful.” 

Pittsburgh, Fort Wayne & Chicago.—The litiga- 
tion between this company and the Pennsylvania is to be 
closed. The directors of this company agree to issue the 
amount of guaranteed special stock—$1,226,000—called for 
by the Pennsylvania Co. in payment for betterments under 
the lease, and the suit will then be withdrawn. 

It will be remembered that the directors of the lessor com- 
pany declined to issue the stock on the ground thut the 
lessee was acquiring so much that it would shortly owna 
controlling interest, and so be able to alter the lease in its 
own interest. They did not claim that the betterments had 
not been made, or that the lessee was not entitled to receive 
stock for them under the terms of the lease. 

A meeting is called for Jan. 10 next, to consider the plan 
proposed some time ago for the transfer of all the stock to 
the Pennsylvania Co. in exchange for a practically perpetual 
bond bearing the same rate of interest. 


Port Jervis & Monticello.—The rolling stock of this 
road has been attached under a judgment for damages for 
personal injury recovered by a former employé of the road. 
Arrangements have been made to continue the running of 
trains. The company, however, is otherwis® embarrassed, 
it is said, and there is talk of the appointment of a receiver. 


Ruchester & Pittsburgh.—A new plan of reorganiza- 
tion is proposed, involving the foreclosure of the second mort- 
gage and the issue by a new company of $4,000,000 first-pre- 
ferred, $3,000,000 second-preferred, and $5,000,000 common 
stock. Of the new stock $3,000,000 first and $2,000,000 
second-preferred are to be used to settle with the second- 





mortgage bondholders and floating debt creditors, the 
$5,000,000 common stock to replace the present common. 
stock, and the balance of the preferred stocks to be issued 
for assessments to be paid on the common stock, or sold to 
provide needed funds. This plan is under discussion. 


Richmond & Danville.—The following statement is 
made for the year ending Sept. 30, in advance of the full 
report : 








1883-84 1882-83. Ine. or Dec. P.c. 

|. ee $3,834,737 $3,824,110 I. $10,627 0.3 
Expenses .......... 2,218,977 2,218,853 ~—iI:. 124 

Net earnings..... $1,615,760 $1,605,257 I $10,503 0.7 

Fixed charges...... 241,520 1,254,560 Dv. 13,040 1.0 

Balance... $374,240 $350,607. ‘I. $23,543 «6.4 


The interest on the debenture bonds, amounting to $238,- 
140, was not paid. If this be deducted, it reduces the sur- 
plus to $136,100 for the year. 


Rome, Watertown & Ogdensburg.—The New York 
Railroad Commission has denied the application of certain 
stockholders of this company for an order to prevent this 
company from removing its principal offices from Water- 
town, N. Y. The petitioners also referred to the consolida- 
tion by which the present company was formed, claiming 
that it was invalid. The Commissioners say that they can- 
not find in the charter any provision sufficient to limit the 
proper discretion of the company in locating its offices, 
shops, etc., and they also say that it is too late to attack the 
validity of a consolidation which was completed nine years 
ago and has since stood without objection. They also refer 
to the fact that the present application is indorsed by only 
283 out of 10,000 shares of stock. and decide that no suf- 
ficient cause bas been shown. 


St. Joseph & Western.—In answer to a correspond- 
ent’s inquiry, the Boston Zranscript says: ‘‘The Union 
Pacific Co. does not consider itself responsible for the pay- 
ment of interest on the St. Joseph & Western bonds, said 
road being a separate and distinct corporation. The Union 
Pacific owns a majority of the first-mortgage bonds, but 
does not control the second-mortgage issue nor the stock. 
There are proceedings for foreclosure of the mortgage in 
progress, and meanwhile there is, by agreement, a dual 
management, representing the majority and the minority, 
in control. Charles Francis Adams, Jr., represents one in- 
terest and Mr. Benedict, of New York, the other interest, 
and neither acts without the consent of the other. The road 
is doing well, and has some $200,000 or $300,000 in the 
treasury. It was proposed at one time to pay a past due 
coupon, but counsel advised against it seule foreclosure 
proceedings. What the outcome will be nobody knows, 
but a reorganization with or without foreclosure is proba- 
ble. The Union Pacific loses more than anybody else by the 
failure of the St. Joseph & Western to pay interest.” 


Shell Beach.—This road (formerly the Mississippi, Terre 
aux Boeufs & Lake) is now completed to Shell Beach, La., 
29 miles from New Orleans, and 7 miles beyond last year’s 
terminus at Reggio. The road starts from the Elysian 
Fields in New Orleans and follows the Mississippi to English 
Bend, 18 miles, and there leaves the river, runving east to 
Shell Beach on Lake Borgne. The road follows very nearly 
the line of the old Mexican Gulf road, which was built about 
1838, but was torn up during the war. 


South Florida.—On the Bartow Branch grading is now 
nearly completed from Bartow Junction (47 miles east of 
Tampa) southward to Bartow, Fla., 19 miles. The rails are 
down for 9 miles from Bartow Junction, and work is pro- 
gressing stea. ily. 

Texas & St. Louis.—In the United States Circuit 
Court at Waco, Tex., last week, W. W. Roberts and otber 
stockholders filed a petition asking that they be allowed to 
intervene and interpose a defense in the suit for foreclosure 
of the mortgages. They alleged fraud and collusion between 
J. W. Paramore and certain bondholders as to the issue 
of first-mortgage bonds. The petitioners sought annulment 
of these bonds, the cancelation of the mortgage and the dis- 
missal of the Receiver. 

After argument and consideration, the Court denied tke 
petition, holding that applicants had failed to show any 
sufficient cause why their petition should be granted. 


Union Pacific.—The earnings for October and the ten 
months ending Oct. 31, including leased lines, were: 


-——— October.——-—. ———Ten months.———, 
1884. 1883. 1884. 1883. 
Earnings......... $2,661,746 $2,948,058 $21,032,309 $23,767,858 


Expenses......... 1,177,069 1,474,045 11,714,793 12,137,419 


Net earnings. ...$1,484,677 $1,474,013 $9,317,516 $11,630,439 
Per cent. of exps. 44.2 50.0 55.7 55.1 

For the month the gross earnings show a decrease of 
$286,312. or 9.3 per cent., and the net earnings an increase 
of $10,664, or 0.7 per cent. For the ten months the de- 
crease in gross earnings was $2,735,549, or 11.5 per cent., 
and in net earnings $2,312,923, or 19.9 per cent. 

In the suit between the Kansas Pacific and the Atchison, 
Topeka & Santa Fe for the possession of certain lands in 
Osage and Wabaunsee‘counties in Kansas, the United States 
Supreme Court has reversed the decision of the Circuit 
Court, and holds that the Kansas Pacific acquired title to 
the lands under the acts of 1862 and 1864, and is entitled to 
a patent for them. 

Western Union Telegraph.—At a meeting of the 
Executive Committee in New York, Dec, 10, the following 
statement was presented for the quarter ending Dec. 31, the 
December earnings estimated: 














Net earnings for the quarter.................. «-» _« $1,500,000 
Interest and sinking fund.... .............. $144,000 
Er eye ters errr mores 1,199,837 

———_ 1,343,837 

Surplus for the quarter $156,163 

ES era eee . 4,159,191 

ee ee ee ee re ‘ $4,315,354 


The dividend declared for the quarter was 114 per cent., 
in accordance with the resolution passed at the annual 
meeting, recommending a reduction of the dividend rate 
from 7 to 6 per cent. yearly. 


West Virginia Central & Pittsburgh.—This road is 
now completed to the new mining town of Davis on the 
Blackwater River in Tucker County, W. Va., 11 miles be- 
yond the late terminus at Fairfax, and 58 miles from Pied- 
mont. Trains will shortly run to the new terminus. 


Wisconsin Central.—A complication has arisen in view 
of the near completion of this company’s line to St. Paul. 
The company reaches Milwaukee over the Chicago, Milwau- 
kee & St. Paul tracks from that city to Schleisingerville, 37 
miles, for the use of which it bas a 20 years’ lease. The Chi- 
cago, Milwaukee & St. Paul Co. claims that this lease did 
not contemplate the use of this track as part of a new line to 
St. Paul in competition with its own line, and gives notice 
that it will not permit through St. Paul business to be car- 
ried over the line. The Wisconsin Central people say that 





they are prepared to extend their track from Schleisinger- 
ville to Milwaukee if no other settlement can be reached, 











